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A Business Revival Is Coming! 


Prepare for it NOW. Remember, you must have 
Shipping Boxes to market your product.. Insure 
your box supply. Don't wait for high prices, inferior 


boxes and actual shortage BE READY! 








H. & D. Corrugated Fibre Board Boxes 


are made complete in our own mills and factories from unfailing stocks of 
raw material. Wecouldn't carry thousands of tons of box board sheets, 
but we can and do carry the stuff they are made of. The photograph 
shows how we stock our mills—seven of them—how we provide against 
scarcity of box material by simply making our own. It also shows that 
the boxmaker'’s guaranty on H & D. boxes means something, since we 
know exactly what goes into H. & D. box board. 


Write to-day for ““‘HOW TO PACK IT,’’ our free packing manual. 


The Hinde & Dauch Paper Company 


SANDUSKY, OHIO 
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LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The ig of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
atate Commerce Commission, state rail- 
road commissions and transportation 
eompanies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and t) 
promote, conserve and protect the corn- 
mercial and transportation interests. 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 


a ee ee ee rer er President 
Traffic Commissioner Toledo Com- 
merce Club, Toledo, Ohio. 

Pe) RR Per eee Vice-President 
Commissioner, Freight and Traffic Di- 
vision, Chamber of Commerce, Indian- 


apolis, Ind. 

Oscar F. Bell.. ...... Secretary-Treasurer 
T. M. Crane Co., 836 South Michigan 
Ave., Chi »- aed 

David P. Chinblom........ Asst. Secretary 


5 North La Salle St., Chicago. 
National Implement and Vehicle Assocla- 
tion. W. J. Evans, Freight Trf. Mer.. 
American Trust Bldg., Chicago, Ill. 
National League of Commission Merchants 
of the United States. John C. Scales, 
Pres., Chicago, Ill.;'R. S. French, Busi- 
— Manager, 90 West Broadway, New 
ork. 
Northern Pine Manufacturers’ Assocla- 
tlon. H. S. Childs, Secy., Minneapolis. 
Manufacturers’ Association, in charge of 
traffic of Industries located at Sterling 
and Rock Falis. 
gD RPS ee ene President 
ere are Vice-President 


W. J. Burleigh...... Secretary-Treasurer 
, oe ee Traffic Manager 
Sterling, Illinois. 

The Memphis Freight Bureau. L. R. 
Donelson, Pres.; W. G. Thomas, Vice- 
Pres; James S. Davant, Commissioner, 
Memphis, Tenn. 

Traffic Bureau of Associated Industries, 
Central Manufacturing District. Knee- 
land Ball, Pres.; L. Nicholson, Vice- 
Pres.; W. E. Cullen, Secy. and Traffic 
Director, Chicago. 
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The Traffic Club of New York. W. C. 
Hope, Pres.; C. A. Swope, Secy. 

Brooklyn Traffic Club. Joseph Mills, 
Pres.; Frank Rochambeau, Secy. 

Traffic Club of Kansas City. Frank M. 
Cole, Pres.; Alfred A. Wild, Secy. 

Topeka Traffic Association. J. F. Haskell, 
Pres.; Samuel E. Lux, Secy.-Treas. 

The Spokane Transportation Club. Chas. 
a G. Shinkle, Pres.; J. W. MacIntosh, 
ecy. 

The Traffic Club of Chicago. J. Charles 
Maddison, Pres.; W. H. harton, Secy. 

The Transporation Association of Chi- 
cago. H. E. MacNiven, Pres.; W. G. 
Johnson, Secy. 

The Traffic Club of Philadelphia. C. W. 
Bowden, Pres.; Don C. Hunter. Secy. 
The Traffic Club of St. Louis. Oliver H. 
Greene, Pres.; W. S. Crilly, Secy.-Treas. 
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E. C. Merritt, Pres.; L. E. Stone, Secy. 
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Sam W. Manning, Pres.; C. A. Ander- 
son, Secy. 

The Transportation Club of Louisville. 
Henry S. Gray, Pres.; S. J. McBride, 
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The Transportation Club of Toledo. E. 
D. Ryan, Pres.; Harrv S. Fox, Secy. 

fhe Traffic Club of Baltimore. J. Frank 
Ryley, Pres.; C. C. Kailer, Secy. 


Transportation Club of Buffalo. John J. 
Mossman, Pres.; Henry Adema, Secy. 


The Traffic Club of Newark. F. EB. Stone, 
Pres.; J. J. Kautzmann, Secy. 
The Transportation Club of Seattle. W. 
a Lockwood, Pres.; F. C. Nessly, Secy.- 
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The Transportation Club of Detroit, Mich. 
George E. Clarke, Pres.; W. R. Hurley, 
Secy. 

Transportation Club of San Francisce. 
aoe Finigan, Pres.; Theo. H, Jacobs, 
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The Railroad Club of Kansas, City, Me. 
A. A. Poland, Pres.; Claude Manlove, 
Secy. 


The Traffic and Transportation Club of 
Birmingham. A. W. Carey, Pres.; H. 


H. Knight, Secy. 

The Traffic Club of Minneapolis. F. B. 
Rowley, Pres.; E. O. Fellows, Secy. 

Salt Lake City Transportation Club. 
Julian Bamberger, Pres.: R. BE. Row- 
land, Secy. 

Traffic Club of Milwaukee. George A. 
Schoeder, Pres.; Carl Backus, Secy. 

Transportation Club of Lima, O. Lloyd P. 
Sherrick, Pres.; D. L. Rupert, Secy.- 
Treas. 

Grand Rapids Traffic Club, Grand Rapids, 
Mich. B. C. Leavenworth, Pres.; L. M. 
MacPherson, Secy. and Treas. 

Transportation Club of Peoria. Dan 
Mowat, Pres.; A. S. Howells, Secy. 

Traffic Club of Cleveland. D. F. Hurd, 
Pres.; M. F. Doyle, Secy. 

Traffic Club of Erie, Pa. «Edwin H. Bro- 
villier, Pres.; M. W. Eismann, Secy. 
Los Angéles Traffic Association, Los An- 
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Traffic Club of Jacksonville, Fla. A. W 
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The Traffic Club of Fort Worth. R. E. 
Lay, Pres.; R. R. Wilson, Secy. 

The Traffic Club of the Greater Dayton 
Association. J. C. Crume, Chairman; 
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The Portland Transportation Club. W. A 
Robbins, Pres.; W. O. Roberts, Secy. 
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Is the machine upon which all World’s 
Speed and Accuracy typewriter 
records have been established 
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is the holder of the Elliott Cresson 
Medal for superiority of mechan- 
ical construction. 
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“The Machine You Will Eventually Buy”’ 
Underwood Building — NEW YORK 
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Personal Service 


The recovery of thousands of pieces of baggage from 
Germany—where they had been abandoned by American tourists 
caught in the mobilization maelstrom—is a good example of the 
Personal Service of the Express. : 


To-day thousands of window posters are appearing 
in Wells Fargo offices asking, “Did You Leave a Trunk in Germany?” 
The restoration of these trunks to their proper owners is now 


being effected. 


But Personal Service from Wells Fargo is nothing new. 
The Wells Fargo Pcny Rider gave it. The Wells Fargo Stage 
Coach Guards gave Personal Service. In fact, for over sixty years 
the cry of Wells Fargo men has been ‘‘Personal Service.’’ 


To-day, Wells Fargo stands ready to render you an 
individual, personal service. 


SHALL WE SPEED YOUR GOODS? 


WELLS FARGO & CO EXPRESS 


Carriers to All Parts of the World 
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MAXIMUM CARLOAD. 





A circular to shipper and consignee, issued by 
O. C. Smith, superintendent of transportation of 
the Missouri, Kansas & Texas lines, has the right 
ring. It has more than ring—it has facts and good 
sense. “According to good authority,” it says, 
“1915 will be accompanied by our old friends, Con- 
fidence, Prosperity and Opportunity, and it is our 
intention, with your assistance, to give them a rous- 
ing reception. This seems to be an assured fact 
and their baggage has preceded them in the shape 
of improvements in many ways all over the coun- 
try.” That is the ring. The good sense comes in 
in the way Mr. Smith brings home the tone of his 
bell and makes application of the text. He points 
out that in the last few months there has been a 
lot of talk about buying a bale of cotton and that 
many bales have been bought, north as well as 
south, to relieve the situation. It is a good work, 
he says, but he desires to start the slogan: “Buy 
a maximum carload,” whether it be coal, lumber 
or what not. This is not a new slogan, but it is 
one well worth reiterating. Nor is it a selfish one, 
though the railroads are, to be sure, the ones to 
profit directly. But whatever legitimately profits 
the railroads, profits us all, and nothing that tends 
to efficiency can do anything else than benefit. 

Mr. Smith recalls that in the five per cent case 
it was shown that only 58 per cent of the capacity 
of cars is used for tonnage that could be handled 
in the average car and no doubt, he says, the aver- 
age in the West is even less. Then he quotes the 


following from a bulletin, which has been printed 
in this magazine, sent out by the traffic committee 
of the Lumber Association of Chicago: 
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“The importance of heavier loading is being 
shown more and more, particularly with the new 
financial difficulties with which the carriers have 
to contend. Increasing your loading 25 per cent 
per car will increase the carriers’ revenue the same 
amount and will not increase his operating expense 
over 5 per cent. That makes a 20 per cent. increase 
in earning, which is just four times as much as the 
5 per cent advance asked for. Bear that in mind 
whenever possible and load heavily; talk heavy 
loading to mill men as well as customers, and soon 
lumber will show a big increase.” 

Mr. Smith continues: “The railroads have to 
face (in a bigger way) the same problem that con- 
fronts all dealers who have to count on transporta- 
tion as part of their business. Imagine the fix you 
would be in if you should keep on hand during 
normal and dull times wagons and drivers enough 
to take care of rush business. How long would 
your income stay on the right side of the ledger? 
An increase in the net weight of the carload is just 
as essential at a time when there is a surplus of 
cars as when there is a car shortage.” 

We say with him in his concluding paragraph: 
“Much is to be gained by all, by shipping and buy- 
ing a maximum carload.” 


INCREASES IN REVENUE. 





Now that the Interstate Commerce Commission 
has given the eastern railroads a five per cent ad- 
vance in rates, what is to become of the Commis- 
sion’s suggestions for increasing revenues by 
means of the Brandeis plan? The railroads did 
not ask for the privilege of imposing higher rates 
for so-called special services or of adding revenue 
by increasing the number of charges. They asked 
for a five per cent increase in all rates. They got 
it on about half their tonnage. If, now, new charges 
are made or present charges for special services 
increased, will not the shipper who has to pay the 
five per cent increase be getting the worst of it? 
For, of course, these new and additional charges 
for service cannot be applied merely to traffic on 
which there has been no increase in rates. And 
if they are applied on all traffic, both that which 
is paying the increase and that which is not, will 
not the railroads be getting more than their shate 
and more than they asked for? 

These are some of the questions that have been 
more or less discussed ever since the Commission 
made its decision in the reopened five per cent case. 
We do not assume to answer them definitely, but 
we may allow ourselves to suggest that while, if 
these additional charges for service were allowed 
to be made on all traffic, the railroads might be 
getting more than they asked for in the first place, 








they would not necessarily, under the logic of the 
Commission’s decision, be getting more than they 
are entitled to. 

It will be remembered that the Commission, in 
its first decision last summer, refused to grant the 
increase asked except in an exceedingly limited 
way. It suggested these new and additional 
charges for services as a substitute. The decision 
of the Commission may then be said to have been 
that the five per cent increase should be granted 
to that limited extent and that in lieu of applying 
it farther the railroads should get additional rev- 
enue by charging more for certain kinds of service 
—and by increasing passenger fares. 


Then came the war and some more lean months. 
The Commission was asked to reopen the case and 
did so, listening this time only to evidence as to 
“facts disclosed and occurrences originating” sub- 
sequent to the time when it closed its former con- 
sideration of the case. On the showing as to these 
facts and occurrences it decided that the five per 
cent increase should be applied on about half the 
tonnage in the entire territory considered. Now, 
if the facts and occurrences referred to justified 
the general five per cent increase, why should it 
be assumed that the additional charges recom- 
mended in the former decision and adjudged justi- 
fied by the facts then at hand, are to be superseded 
or displaced by the increase now granted? Why 
may it not be assumed that the Commission still 
intends these charges to be made and thinks them 
justified? So far as the record in the case is con- 
cerned there is nothing illogical in the assumption 
—indeed, it would be illogical to assume anything 
else, though it might well be that should the ques- 
tion be put up to the Commission it might decide 
otherwise and disclose a process of reasoning that 
would make all its decisions consist. 

But at least the railroads have increased their in- 
terstate passenger fares in response to the sugges- 
tion of the Commission and they are proceeding 
with a will to increase similarly intrastate fares, 
even to the extent of seeking the repeal, where such 
action is necessary, of state two-cent-fare laws. It 
is too early to say with what success they are 
likely to meet in this respect, but our point is merely 
that there is no more reason to wonder what is ex- 
pected of the roads by the Commission in respect 
to additional charges for service, than there is to 
yonder what its attitude may be in regard to in- 
creased passenger fares. So far as the record ‘goes, 
it favors both. 

But the Commission is now conducting hearings 
on some phases of these proposed service charges 
and we shall know more about the subject, as will 
also the Commission, when the hearings are finished 
and the arguments are made. The shippers may 
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be expected to look to it that they are not gouged 
by any dual method of increasing revenue, but as 
yet there appears to be no reason why the railroads 
should throw away. their cake because they have 
obtained some bread. 


ARGUMENT IN I. & S. 414 


Arguments will be had Feb. 12 on I. and S. No. 414, 
involving cancellation of rates in connection with short 
industrial lines, and in Docket No. 4181 (Industrial Ral- 
ways Case). The arguments will be confined to the short 
or industrial roads, as to which the trunk lines cancelled 
joint rates before the Commission had considered the 
roads as to whether they do or do not fall within the in- 
hibitions of the report in the Industrial Railways Case. 

Hearings as to their status were held before Chief Ex- 
aminer Carmalt in the investigation and suspension docket 
to determine whether they are carriers, which, in the opin- 
ion of the Commission, are not entitled to be treated as 
full-fledged common carriers. The trunk lines, after the 
report in No. 4181, assumed that they are mere plant fa- 
cilities of the industries which provided the money for 
their construction and broke off through route and joint 
rate arrangements. ; 

As to many of them the state. commissions of New 
York, Pennsylvania, Ohio and Illinois have decided that 
they are common carriers. Those decisions mean that as 
to intrastate business they receive divisions out of the 
rates. The state commissions, as a rule, in ordering the 
trunk lines to maintain through route and joint rate ar- 
rangements, assumed that, in the absence of testimony to 
the contrary, the divisions are reasonable. The trunk 
lines assumed that the divisions constitute a rebate, hence 
the cancellations which were suspended by the federal 
Commission and on which arguments are to be made on 
the day mentioned. 





COMMISSION REOPENS CASE 


The Commission, January 16, reopened the complaint 
of the Pardee Iron Work against the Central of New 
Jersey and other carriers and appointed a hearing at the 
Waldorf-Astoria, New York, January 22. The application 
for rehearing was made by A. B. Hayes, for the com- 
plainant. The allegation is that the rate on scrap iron 
from New England points to Perth Amboy is unreason- 
able and that the same is true with regard to the rate 
on finished products from Perth Amboy to New England 
points. 

The objection is the size of the zones from which 
rates are made. Under that system it is possible to 
ship scrap iron from Portland, Me., to Lancaster, Pa., 
a distance of between 600 and 700 miles, for the same 
charge that is made from nearby towns in Connecticut 
to Perth Amboy, involving a hauling of only one-tenth 
the distance. In the same way it is possible to ship 
finished products. 

The objection is to the introduction of Texas zones, 
300 to 400 miles wide, for making rates on scrap iron 
and finished products into the most densely populated 
part of the country, where rates generally are made on 
the percentage basis and zones range in width from 
15 to 75 miles. 

The Commission, on the first hearing, decided against 
the complainant, but, it is urged, without having fully 
considered the fact as to the size of the two zones in 
question. 
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CURRENT TOPICS IN WASHINGTON 


The Laugh on LaFollette et al.— 
Those who did what they could to 
prevent the abolition of the Com- 
“merce Court, and especially those 
who worked for the Broussard and 
Borland bills giving that tribunal 
jurisdiction to review “negative or- 
ders of the Commission, are in a 
mood to jeer at Senators LaFollette, 
Cummins and others of their kind for 
what they are doing now. The for- 
mer, especially, has members of his staff going over the 
record made in the advanced rate case digging out ma- 
terial to show how little, if any, testimony the Commis- 
sion took on various phases of that matter. One of his 
young men, working at the Commission offices, snorted 
with contempt when told that the shippers had no way 
to get into court for a judicial review of the question 
as to whether the Commission followed the law and gave 
shippers hearings of the character contemplated by the 
law, especially that which places the burden of proof on 
the railroads to justify proposed advances. Among the 
LaFollette men there is some talk about persuading a 
shipper or shippers to decline payment of freight bills 
rendered under the new tariffs, on the ground that the 
tariffs are not legally effective. Apparently the LaFol- 
lette type of statesmen have not yet found out that they 
abolished the Commerce Court on facts which, if prop- 
erly understood, showed it to be desirous of giving the 
shipper who lost his case before the Commission some 
sort of standing in court to complain that the Commis- 
sion had not done all required by law. LaFollette, 
Cummins, Clapp, Bristow, Kenyon, Jones, and all the 
others who delight to call themselves progressive, lashed 
themselves into a fury against the court, because, as they 
argued, it knew so little law that of the first thirteen 
decisions rendered by it the Supreme Court had to re- 
verse eleven. Apparently they have not yet found out 
that the eleven reversed decisions were all in favor of 
giving the shipper a standing in court. 

Legislation Affecting Carriers—This is the time of 
year to say that no legislation affecting common carriers 
is likely to be put through Congress at the present ses- 
sion.. The House has passed the standard apple barrel 
bill, but it has not passed the standard apple box bill. 
But that is as far as anything modifying or increasing 
the duties of common carriers is likely to go. The law- 
makers will be fortunate if they get through with their 
absolutely necessary work—that of passing the appropri- 
ation bills. The ship purchase bill appears to be bogged 
so hopelessly that nothing short of dynamite will move 
it. The administration’s supply of dynamite is constantly 
diminishing, although the blockade in the Senate, so far 
as some of the Democrats who were holding up nom- 
inations is concerned, is not so tight as it was. The ship 
purchase bill might give some of the railroad officials 
something to think about, but if there is anything in it 
of that character they are exceptionally lackadaisical 
about it. The apple barrel and apple box people have 
fallen out. The former are eastern people and the latter 
far western. The latter accuse Chairman Ashbrook, of 
the committee which handled both bills, of pushing the 
barrel bill to passage and then deliberately getting up a 
parliamentary situation to make impossible the passage 
of the box bill, in which the far western apple growers 
are interested. Therefore the far western people, on 
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the floor of the House, remarked that the barrel biil 
had not gone through the Senate. They added, as a pre- 
diction, not as a threat, that it would not get through 
the Senate unless the box bill is put through the House 
and through the Senate, too, before any action is per- 
mitted on the barrel bill. 





Case of the Hard Coal Roads.—Walker D. Hines, in 
his presentation of the case for the hard coal carrying 
roads, certainly did present the facts with regard to the 
investment of those companies in a way that compelled 
attention. The Lehigh Valley, in arguing the Meeker 
case in the Commerce Court, indicated the line of de- 
fense made by the hard coal roads in the investigation 
which the Commission has been making, on its own mo- 
tion, but the figures presented at that time were not 
marshaled in as impressive a way as Hines brought 
them forward. Mr. Hines was at great pains to point 
out what constitutes an anthracite coal carrying road. 
He did all that before he went into the figures showing, 
or tending. to show, investment. That way of treating 
the subject made it comparatively easy to believe that 
the average cost of the properties is in the neighborhood 
of $200,000 a mile of road. The ordinary impression, that 
a mile of railroad, with necessary sidetracks and equip- 
ment, can be built for $50,000 a mile, becomes less firm 
after listening to statements about four, five, six, and 
even more main tracks and a collection of more than 
150 sidetracks in a single yard, side by side. Perhaps 
the ordinary impression about overcapitalization will also 
suffer when accounts are stated under the rules which 
the Commission itself put out nearly eight years ago. 
It will if there are any number of instances in which 
railroads have refused to include items in their property 
account, which the rules of the Commission say might 
be placed there. According to Mr. Hines, the Pennsyl- 
vania rejected an item of $130,000,000, which the rules 
of the Commission would allow it to claim. 





Questions in Rate Making.—The irritating question 
of whether ownership of or use to which a commodity 
is intended to be put can be made a factor in the 
determination of a rate is presented in a brief filed 
by A. E. Beck in the complaint of the Bartlett-Hayward 
Co. against the Baltimore & Ohio and others. The com- 
plaining company sent structural steel, lumber and con- 
tractors’ supplies from Baltimore to Chicago. The articles 
were used in constructing a gas tank. It was necessary 
to change delivery from a private siding connected with 
the C. & N. W. to one owned by the Knickerbocker Ice 
Co. and connected with the C. M. & St. P. at Grayland, 
which is within the Inner District of the Chicago switch- 
ing district. The flat Chicago rate was applied by the C. & 
N. W., but the Milwaukee imposed local rates because the 
sidetrack of the ice company was used for material not in- 
tended for the use of the ice company. Mr. Beck argues 
that the imposition of the local rates is unlawful in. 
itself and without tariff authority. He cites the cases 
in which the Commission has condemned rates condi- 
tioned on ownership or use. Admitting for the sake 
of the argument that a higher rate could be imposed 
on material not intended for the use of the owner of 
the sidetrack, he argues that the tariff on which the 
Milwaukee relies is ambiguous, as shown by the fact 
that the C. & N. W. and the B. & O. interpret it to mean 
that the flat Chicago rate applies to any delivery on the 
Knickerbocker sidetrack, while the Milwaukee construes 
it to mean that the rates published in the B. & O. and 
Lowrey tariffs apply only to commodities intended for the 
use of the owner. A. E. H. 
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Decisions of Interstate Commerce Commission 


RATES ON WOOL 


(32 I. C. C. 490-493) 
MILLS VS. CHICAGO & NORTH 
WESTERN RY. CO. ET EL. 


Submitted April 3, 1914. Decided Dec. 14, 1914. 


Rates on scoured wool compressed in bales from Chicago, IIl., 
to Provo, Utah, and other Utah common points should not 
exceed $2.25 per 100 pounds in carloads, minimum weight 
13,500 pounds, subject to Rule 6B of the Western Classifica- 
tion; and $3 per 100 pounds in less than carloads. Repara- 
tion awarded. 


A. M. Cheney and John Jensen for complainant. 

H. A. Scandrett and George H. Smith for Oregon 
Short Line Railroad Co. and Union Pacific Railroad 
Co. 

F. M. Allison, Jr., and S. V. Derrah for Denver 
& Rio Grande Railroad Co. 

R. C. Bush for Western Classification Committee. 


CASE NO. 6392 
KNIGHT WOOLEN 


Report of the Commission. 


HALL, Commissioner: 

The complaint herein, filed Dec. 5, 1913, puts in 
issue as unjust, unreasonable, and unduly discrimina- 
tory the rates governing the movement of scoured 
wool in any quantity from Chicago, Ill.; to Utah com- 
mon points. These rates at the present time are 
$3.67144 per 100 pounds (one and one-half times first 
class) when the wool is compressed in bales and $4.90 
per 100 pounds (double first class) when wuncom- 
pressed in sacks. The prayer asks for the establish- 
ment of reasonable carload and less-than-carload rates 
and for reparation in the amount of $3,142.25 on ghip- 
ments moved in the period from March, 1912, to 
October, 1913. This reparation is on the basis of a 
carload rate of $1.50 and a less-than-carload rate otf 
$2, which complainant suggests are reasonable. 

The complainant, a Utah corporation, operates a 
woolen mill at Provo, in that state, employing some 
225 people. Its principal products are suitings, shirt- 
ing flannels, uniform flannels, blankets, robes, and 
mackinaw cloths. About 75 per cent of its output is 
marketed at points on or east of the Mississippi River. 
It began operations some three years ago. At the 
time of the hearing, Jan. 31, -1914, it had reached a 
stage where, through increases in sales, it had prac- 
tically overcome the initial losses of previous years 
and was about to make a profit. 

Most of the raw wool used in its mill is purchased 
“in grease” in the local Utah markets. The remainder 
is of coarser grades which cannot ordinarily be pur- 
chased to advantage in that market and which it ob- 
tains from scouring plants in Chicago. This scoured 
wool moves on the. rates here attacked in a yearly 
aggregate of about 125,000 pounds. 

It has usually been shipped compressed in bales, 
a method which complainant desires and expects to 





continue. The proof is mainly directed to the rate on 
scoured wool so compressed. The present carload 
commodity rate on some manufactured woolen goods 
from Chicago to Utah common points is $1.50 per 100 
pounds. Ordinarily the rate on raw material should 
not exceed that on the manufactured product. Com- 
parison is made of the carload rates on scoured wool 
in Official, Southern and Western Classifications, re- 
spectively, which shows that in “Western Classification a 
higher basis obtains than elsewhere. 

As a reasonable less-than-carload rate complainant 
suggests $2 per 100 pounds, because that rate governs 
the movement in any quantity of complainant’s woolen 
products from Provo to Chicago, and because the rate 
from Chicago to Provo on woolen cloth and other arti- 
cles of woolen manufacture is first class, or $2.45 per 
100 pounds in less than carloads. 


The ' carload commodity rate of $1.50 per 100 
pounds from Chicago to Utah common points on cer- 
tain manufactured woolen goods, covers also articles 
of less value than woolen goods, and is based on a 
minimum load of 20,000 pounds. The “any-quantity” 
rate of $2 per 100 pounds covering movement of com- 
plainant’s manufactured products from Provo to Chi- 
cago applies not to Chicago alone, but to a blanketed 
territory of destination, with the Missouri River as its 
western and Chicago as its eastern boundary. 


Neither these rates nor the comparisons made of 
the three classifications impress the Commission as 
controlling. A better guide is In re Transportation of 
Wool, Hides and Pelts, reported in 23 I. C. C., 151 
(The Traffic World, April 20, 1912, p. 770), and in 25 
I. C. C., 185 (The Traffic World, Dec. 7, 1912, p. 904). 
There an exhaustive investigation was ‘made into the 
subject of the transportation of wool from western 
sheep ranges to eastern markets, and in the first re- 
port rates were named on wool in grease for that east- 
bound movement. These rates were afterwards, in 25 
I. C. C., 185, used as the basis for rates on scoured 
wool eastbound from Albuquerque, N. Mex. The 
Commission did not in that proceeding determine the 
fair relation between rates on wool in, grease and 
rates on scoured wool, but did fix a rate on the latter 
with the object of caring for the wool scourers in the 
range country who met the competition of the new 
rates on wool in grease. The carload rate thus fixed 
on scoured wool from Albuquerque to Boston is 188 per 
cent of the carload rate so fixed on wool in grease un- 
compressed in sacks. 

The report in 25 I. C. C. 185, at 190, shows that this 
rate on scoured wool was made to move it in sacks, 
uncompressed. 

The tariff under 23 I. C. C., 151, shows a lower 
rate on wool compressed in bales than when uncom- 
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pressed in sacks, the percentage, in the case of wool 
in grease, being for the uneompressed 115 per cent of 
the rate on the compressed. ; 

By applying the former percentage to the existing 
carload rate from Provo to Chicago on wool in grease 
in sacks of $1.39 per 100 pounds, as fixed by the Com- 
mission, and by reducing the resultant rate for 
scoured wool uncompressed in sacks to a correspond- 
ing rate therefor compressed in bales, through applica- 
tion of the second percentage, we arrive at the figure 
of $2.27 per 100 pounds. Although this rate, like the 
Albuquerque rate, is computed with reference to the 
large eastbound movement, and the westbound move- 
ment is so small as to be practically confined to the 
complainant, a feature which would ordinarly justify 
a higher relative rate for the westbound movement, 
we think that under all the circumstances it approxi- 
mates the proper rate. 

The defendants at the hearing proposed a rate 
of $2.24. 

We hold that a reasonable rate for the transporta- 
tion of scoured wool, compressed in bales, in carloads 
from Chicago, Ill., to Provo and other Utah common 
points should not exceed $2.25 for each 100 pounds; in 
less than carloads the rate on the same commodity 


should not exceed $3 per 100 pounds. The order herein’ 


will so provide. The record does not necessitate any 
action upon the rates applicable on scoured wool, un- 
compressed, in sacks. 

The record presents varying views as to what is 
a reasonable minimum carload weight. Complainant 
would “feel safe” with a flat carload minimum of 
16,000 pounds in cars of 36 feet length. Defendants 
take the known dimensions and weights of particular 
bales of compressed scoured wool, the property of 
complainant, in connection with the known dimensions 
and cubical capacity of box cars and mathematically 
deduce that 16,000 pounds cannot be loaded in a 36- 
foot car. They suggest that the minimum be fixed at 
13,500 pounds for the 36-foot car, and that an increase, 
in accordance with rule 6—B of the western classifica- 
tion, be made for cars of larger size. Complainant re- 
joins, with some support from the record, that the car- 
riers’ deduction “amounts to nothing more than a con- 
tention that what has been done cannot be done.” 
But it also appears of record that what has sometimes 
been done in loading bales of compressed wool can- 
not always be done, and we therefore hold, and the 
order herein will provide, that the minimum carload 
weight shall be 13,500 pounds for 36-foot cars, and that 
for cars of greater length the minimum shall increase 
according to rule 6—B of the Western Classification. 
This latter rule, it may be observed, is applicable in 
connection with the eastbound rates on scoured wool 
from Albuquerque. 

The record shows that the rates charged on the 
shipments set out in this complaint were in each in- 
instance paid and borne by complainant. It also ap- 
pears that complainant has kept the question of the 
reasonableness of these rates before defendants since 
about the time of the opening of the mill at Provo, 
and as to the carload rate the carriers admit the 
charge of unreasonableness. We find that complain- 


ant has been damaged to the extent that the charges. 


paid by it on shipments of scoured wool compressed 
in bales, set out in the complaint, exceed charges at 
the rates herein found to be reasonable, and to the 
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extent complainant is entitled to reparation. On this 
basis complainant will prepare a statement showing, 
as to each shipment on which reparation is claimed, 
the date of movement, point of origin, point of destina- 
tion, route, weight, ‘car initials and number, rate ap- 
plied, charges paid, and reparation claimed. This state- 
ment, verified by defendants, will be received with a 
view to the issuance of an order for reparation. 





ORDER. 

It is ordered, That the above-named defendants, 
according as they participate in the transportation, be, 
and they are hereby, notified and required to cease 
and desist, on or before March 1, 1915, and thereafter 
to abstain from charging, demanding, collecting, or re- 
ceiving their present rates for the transportation of 
Scoured wool compressed in bales from Chicago, Ill, 
to Provo, Utah, and other points known as Utah com- 
mon points, which said rates have been found in and 
by said report to be unreasonable. 

It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and 
they are hereby, notified and required to establish on. 
or before March 1, 1915, upon notice to the Interstate 
Commerce Commission and to the general public by 
not less than five days’ filing and posting in the man- 
ner prescribed in section 6 of the Act to regulate com- 
merce, and thereafter to maintain and apply to the 
transportation of scoured wool compressed in bales 
from Chicago, Ill., to Provo, Utah, and other Utah 
common points, rates that shall not exceed $2.25 per 
100 pounds on shipments in carload lots, subject to a 
minimum carload weight of 13,500 pounds for 36-foot 
cars, such minimum carload weight to increase for 
cars of greater length in accordance with rule 6—B 
of the Western Classification, and that shall not exceed 
on less-than-carload lots of $3 per 100 pounds, which 
said rates are found in and by said report to be reasonable. 

It is further ordered, That award of reparation 
herein be deferred pending presentation of proper 
proof. r 

And it is further ordered, That this order shall 
continue in force for a period of not less than two 
years from the date when it shall take effect. 


INCREASES NOT JUSTIFIED 


l. & S. NO. 442 (32 I. C. C. 494-496) 
RATES ON LUMBER FROM ANOKA, MINN., AND 
OTHER POINTS, TO STATIONS IN SOUTH 
AND NORTH DAKOTA. 


Submitted Dec. 18, 1914. Decided Jan. 4, 1915, 
Proposed increased rates on lumber in carloads from Anoka 
and other points in the state of Minnesota to points in the 
states of South Dakota and North Dakota found not to be 
justified. 


Cc. N. Curtis for Chicago, Milwaukee & St. Paul 
Railway Co. 

P. W. Dougherty for South Dakota Board of Rail- 
road Commissioners. 

Report of the Commission. 
McCHORD, Commissioner: 

This proceeding involves proposed increased rates 
on lumber in carloads from points in Minnesota on the 
Great Northern and Canadian Northern railways to 
points west of Mobridge, S. D., on the Chicago, Mil- 
waukee & St. Paul Railway. The tariff under investi- 
gation was filed to become effective May 1, 1914, and 
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upon protest by the South Dakota Board of Railroad 
Commissioners the operation of the schedules naming 
the proposed rates was suspended until Feb. 28, 1915. 
The points of origin are all in the state of Minnesota 
and are in groups which are typically represented by 
the following: Anoka for group 17, St. Cloud for 
group 18, Milaca for group 19, Park Rapids for group 
20, Cass Lake for group 21, Crookston for a group tak- 
ing rates 1 cent above group 21, Thief River Falls for 
a group taking rates 2 cents above group 21, {and 
Warroad which takes rates 5 cents above group 21. 
There are 14 points of destination in South Dakota 
and 3 in North Dakota to which increased rates are 
proposed. 

The evidence offered in justification of the pro- 
posed increased rates was very meager. A brief state- 
ment was read into the record and two exhibits were 
filed by a witness for the respondent Chicago, Milwau- 
kee & St. Paul. The witness had no personal knowl- 
edge of the facts set forth in the statement or of the 
items in either of the exhibits. He was not familiar 
with the proposed rates, or with the reasons for the pro- 
posed increases, or with the transportation conditions 
in the territory affected. 

From such evidence as the record affords, 
ever, and from an examination of certain 
therein referred to, the facts appear to be as follows: 
Numerous lumber-producing points in Michigan, Wis- 
consin and Minnesota are grouped for rate-making pur- 
poses. In the tariffs published by the Chicago, Mil- 
waukee & St. Paul these groups are numbered 1 to 21, 
inclusive, and a few other originating points are desig- 
nated as taking differentials over the rates from group 
21. Some of the producing points thus grouped are 
served by more than one line, but the destinations in- 
volved are all on the line of the Chicago, Milwaukee 
& St. Paul. Effective Dec. 1, 1910, this carrier estab- 
lished increased rates on lumber from points in groups 
1 to 16, inclusive, to certain of the South Dakota 
destinations, namely, Stratton S. D. to Thunder 
Hawk, S. D. It was said that these rate increases 
were made for the purpose of removing violations of 
the fourth section of the act, due to the fact that 
rates from groups 1 to 16 to Mobridge were higher 
than the rates to Stratton and other more distant 
points west thereof. By tariff, effective Oct. 25, 1912, 
the Northern Pacific Railway, in connection with the 
Chicago, Milwaukee & St. Paul, published increased 
rates on lumber from producing points on the Northern 
Pacific lines to all the points of destination here in- 
volved. The record affords no definite explanation of 
this tariff, but as some of the points of origin from 
which the increased: rates were made applicable are 
within the above groups 17 to 21, and others are in 
groups described as taking differentials over group 21, 
it seems, that as a result of the increases, the rates 
in effect via the Great Northern or Canadian Northern 
were lower than via the Northern Pacific. The pur- 
pose of the rate increases proposed by the suspended 
tariffs apparently was to place traffic originating on 
the lines of the Great Northern and Canadian Northern 
on the same basis of rates as that originating on the 
Northern Pacific. The’ two exhibits offered by the 
Chicago, Milwaukee & St. Paul consist of tables show- 
ing the rates which we have described. 

The foregoing explanation constitutes all the justifica- 
tion offered by respondents for the proposed increased 
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increased rates. It is possible that the present rate 
adjustment involves some _ discriminations between 
points of origin; but if so, there is no evidence to 
show the extent of the discriminations or whether they 
are of a character which the law condemns. It ap- 
pears, furthermore, that the proposed rates in certain 
instances are higher than rates published by the 
Northern Pacific from the same points of origin to 
the same destinations, to the level of which it was 
said the present rates were intended to be increased. 
There is no explanation of the failure to effect a uni- 
form rate relationship, if that was the purpose of the 
suspended tariff. 

A number of exhibits were submitted by the South 
Dakota Board of Railroad Commissioners for the pur- 
pose of showing that the proposed increased rates 
would be unreasonable. It is deemed unnecessary to 
set forth at length the matters contained in these ex- 
hibits. The table below shows the general level of 
the present rates and the proposed increased rates. 
Anoka, Milaca and Cass Lake are taken as represent- 
ative points of origin; Stratton, McIntosh, S. D., and 
Hettinger, N. D., as representative destination points. 
The short-line distances between these points, the pres- 
ent rates in cents per 100 pounds on lumber in car- 
the proposed increased rates, and the ton-mile 
earnings under each are stated: 


under present 
under proposed 
rate, mills. 


Present rate, cents. 
Ton-mile earnings 
rate, mills. 


Proposed rate, cts. 
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Anoka to— 
Stratton ‘ 32 
McIntosh 30 32 
331% 


Hettinger 
Milaca to— 

Stratton " 34 

McIntosh Z 34 

Hettinger .......+. 35% 
Cass Lake to— 

Stratton ; 37 

McIntosh i k 37 

Hettinger 13.4 38 

The ton-mile earnings thus shown are compared 
with ton-mile earnings under rates on lumber from 
Rapid City, S. D., and Omaha, Neb., for substantially 
similar distances. From Rapid City to Sioux City, 
Iowa, the distance is 423 miles. The rate is 20 cents 
and the ton-mile earnings are 9.4 mills. From Omaha 
to Sterling, Colo, the distance is 430 miles, the rate 
20.5 cents, and the ton-mile earnings 9.5 mills. From 
Omaha to Burlington, Colo., the distance is 416 miles, 
the rate 21 cents, and the ton-mile earnings 10.1 mills. 
These Omaha-Colorado rates were found to be reason- 
able by the Commission in Commercial Club of Omaha 
vs. C. & N. W. Ry. Co., 19 I. C. C., 156 (The Traffic 
World, July 9, 1910, p. 85). 

Other comparisons were made, with respect to 
which it is sufficient to say that they show that the 
ton-mile earnings which would accrue from the pro- 
posed rates would be relatively higher than ton-mile 
earnings from the movement of lumber in carloads for 
substantially similar distances in the same general 
territory. 

The justification offered for the proposed increased 
rates is hardly more than an.expressed desire to se 
cure uniformity in the rate relationship. There are 
doubtless cases where increased rates may be proper 
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for this purpose, but it is to be remembered that uni- 
formity may be secured in many cases by reduced 
rates as well as by increased rates. The mere fact 
that a relation of rates requires readjustment in the 
interest of uniformity is not proof that rates increased 
to the level of the relatively higher rates are reason- 
able. 

Upon the record before us we find that the pro- 
posed increased rates have not been justified. An or- 
der will be entered directing the suspended tariffs to 
be canceled. 

ORDER. 

It is ordered, That the carriers respondent herein 
and designated in said schedules be, and they are 
hereby, notified and required to cancel on or before 
Feb. 27, 1915, the rates, charges, practices, and regula- 
tions stated in the schedules specified in said orders 
of suspension. 


BRICK AND TILE RATES 
Il. & S. NO. 425, (32 I. C. C. 497-500) 
RATES ON BRICK AND TILE FROM CREIGHTON AND 
DEEPWATER, MO. 
Submitted Nov. 29, 1914. Decided Dec. 31, 1914. 


1. Proposed increase from 4 cents to 7 cents per 100 pounds in 
the interstate rate on drain tile and sewer pipe from Deep- 
water and Creighton, Mo., to Kansas City, Mo., not found 
to be justified, but an increase to 5 cents per 100 pounds 
permitted. 


2. Proposed increase from 5 cents to 7 cents per 100 pounds in 


the rate on hollow building tile from Deepwater and, 


Creighton to Kansas City not found to be justified and 
schedules under suspension directed to be canceled. 


3. Proposed increase in the rate on brick from 6 cents to 7 
cents per 100 pounds from Creighton, Mo., to Corral and 
Knox, Kan., and from 6% cents to 7 cents from Creighton, 
Mo., to Valley Falls, Kan., not found to be justified and 
schedules under suspension directed to be canceled. 


John H. Lucas for Kansas City, Clinton & Springfield 
Railway Co. 
B. H. Stanage for St. Louis & San Francisco Railroad 
Co. 
R. D. Sangster and W. D. Wells, Jr., for protestant. 
Report of the Commission. 


BY THE COMMISSION: 

The tariff here under suspension is St. Louis & San 
Francisco Railroad, James W. Lusk, W. C. Nixon and W. 
B. Biddle, receivers, supplement No. 29 to I. C. C. No. 6133. 
It was filed to become effective April 5, 1914, but upon 
protest of the W. S. Dickey Clay Manufacturing Company, 
which operates a plant for the manufacture of clay prod- 
ucts at Deepwater, Mo., its operation has by appropriate 
orders been suspended until February 3, 1915. 

This tariff proposes to increase the rates on hollow 
building tile, drain tile and sewer pipe from Deepwater and 
Creighton, Mo., to Kansas City, Mo., and intermediate sta- 
tions in Kansas. Deepwater is a local station on the Kan- 
sas City, Clinton & Springfield Railway, 103 miles south- 
east of Kansas City. The traffic in question is routed via 
that line to Olathe, Kan., and via the St. Louis & San 
Francisco Railroad beyond. Olathe is 21 miles from Kan- 
sas City. Creighton is also on the Kansas City, Clinton & 
Springfield Railway, 26 miles northwest of Deepwater and 
77 miles southeast of Kansas City. Shipments from Deep- 
water to Kansas City pass through Creighton. It appears 
that there is in operation at present no plant for the manu- 
facture of clay products at Creighton. The present and 
proposed rates, per 100 pounds, from Deepwater, with the 
per ton-mile earnings under the proposed rates, are shown 
in the following table: 
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Hollow Building Tile. Drain Tile and 


Sewer Pipe. 

- , a 2 . 4 2 

n a oa n ~~ 
6228.2 bee SO ee 
® Sl ‘8 . o go 
| 2 . § o 2 3 g 3} 
u - i} = 
From Deepwater to— * £ re r to 
$ oe Ss 3s Pay 3 os 
a6 8 $8 §..8 38 
Ss 2 @ g& a & Be 
a. : 2 
Lackmans, Kan. ....... 86 5 5% 1.28 6 6 1.38 
EiOQREER, TOM. cccccese 89 5 5% 1.24 6 6 1.35 
Switzer, Kan, .......... 93 5 6 1.28 6 6 1.28 
Merriam, Kan: ......... 95 5 6- 1.26 6 6 1.26 
Rosedale, Kan. ......... 9 5 7 1.41 5 7 1.41 
Glen Park, Kan. ...... 101 5 7 1.38 5 7 1.38 
Kansas City, Mo. ....... 103 5 ier 4 7 1.35 


The tariff under suspension also proposes to increase 
the rates on brick from 6 cents to 7 cents per 100 pounds 
from Creighton to Corral and Knox, Kan., and from 6% 
cents to 7 cents from Creighton to Valley Falls, Kan. 
These points of destination are on the Union Pacific Rail- 
road. 

The rates on all these commodities now in effect are 
commodity rates. The proposed rates are the class E 
rates under western classification. The proposed increase 
on those commodities is primarily to Kansas City, the in- 
termediate points named being within short distances of 
that point. 

The increased rates to Kansas City would result in 
like increases from Deepwater to points north of the main 
line of the Union Pacific Railroad in Kansas, including 


points in Kansas, Minnesota, North Dakota, South Dakota, 


Wyoming, Montana and southwestern Nebraska, to which 
through rates are made by combining the intermediate 
rates to and from Kansas City. To Leavenworth and 
Atchison, Kan., St. Joseph, Mo., Omaha, Neb., and other 
points to which joint through rates are published from 
Deepwater no increased rates result. . 

During the 25 years that protestant has been manu- 
facturing sewer pipe and drain tile at Deepwater its rate 
to Kansas City has been 4 cents per 100 pounds, and dur- 
ing the 8 or 10 years that it has been manufacturing 
hollow building tile at that point its rate to Kansas City 
has been 5 cents. Protestant’s concern is more in the in- 
creased rates to Kansas City and the points that base on 
Kansas City than in the rates to the intermediate points. 

It is testified on behalf of protestant that its chief 
competition in the sale of clay products at Kansas City 
is from points in the southeastern part of Kansas, com- 
monly spoken of as the “gas belt,” including Humboldt, 
Pittsburg and Coffeyville, distant from Kansas City 118 
miles, 129 miles and 168 miles, respectively. The rate 
from all these points on clay products of the kind here 
involved is 5 cents, which is in all cases less than the 
Class E rates from the same points. The Kansas City, 
Clinton & Springfield does not participate in the transpor- 
tation of these commodities from the gas belt to Kansas 
City, but the St. Louis & San Francisco does, and it has a 
direct line from Pittsburg to Kansas City. 

The St. Louis & San Francisco Railroad Company was 
represented at the hearing, but offered no testimony in 
support of the proposed rates. The justification urged by 
the Kansas City, Clinton & Springfield is that the present 
rates are below the normal basis, which is class E; that 
operating conditions have changed since their establish- 
ment and justify their increase; that clay products are 
fragile commodities and involve the payment of heavy 


' damage claims; that this respondent performs a switching 


and spotting service at protestant’s plant as an aid in 
loading different kinds of pipe, which service is of value 
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to protestant; that the proposed increased rates will cor- 
rect certain violations of the long aud short haul rule of 
the fourth section, and that the proposed rates are not 
unreasonable when compared with rates on like com- 
modities from Deepwater to other points, as shown in the 
following table: 

Hollow 


Sewer Build- 
Distance, Pipe, ing Tile, 


To— Connecting Carrier. Miles. Cents. Cents. 
Pee, Man., Bt. Ei BB, Fee cn cc ccccccs 104 7 6 
Walnut, Kan., i PRP rrr 105 9% 9 
Sedalia, Mo., M., MOO enn ccen 47 7 2 
New Franklin, Mo., Ske sie Oe “Bescees 86 9 9 
Warrensburg, "Mo., *M. ee 88 8% 8% 
Springfield, Mo., St, Ge wey Brae dee keane 92 7 5 
Horton, Mo., I a ea 95 7% 9 
Golden City,’ Mo., Bt Oe Uk Oe clcae es 106 8% 816 
Rogersville, Mo., St. L & S. F....... 109 12 


This respondent further urges its poor financial condi- 
tion and need of additional revenue as a justification for 
the proposed rates, pointing out that it has never paid a 
dividend on its capital stock and that in recent years it 
has been operated at a loss. In this connection a statement 
of the location of respondent’s line will be of interest. 


As stated, the St. Louis & San Francisco’s line from 
Olathe to Kansas City forms part of the route of this clay 
products traffic from Deepwater. Its line likewise connects 
with the Kansas City, Clinton & Springfield at the latter’s 
southern terminus at Ashgrove, Mo., and, in connection 
with that road, forms a through route between Kansas City 
and Springfield, Mo. The St. Louis & San Francisco, in 
fact, operates a through main line from Kansas City south 
along the eastern border of Kansas, thence east to Spring- 
field, and the Kansas City, Clinton & Springfield forms 
the hypotenuse between Olathe and Ashgrove of a rough 
triangle formed by the lines of the two carriers. In other 
words, the Kansas City, Clinton & Springfield is operated 
wholly between two terminal points, Olathe and Ashgrove, 
which are intermediate Kansas City to Springfield via the 
St. Louis & San Francisco. The St. Louis & San Francisco 
operates in addition a line from Springfield to Kansas 
City, which practically parallels the Kansas City, Clinton 
& Springfield and touches at several of the stations reached 
by the latter carrier. The Kansas City, Clinton & Spring- 
field is, therefore, in the position of being, in large part, 
dependent for its through traffic upon a connection which 
not only operates between the former’s termini, but also 
reaches many of the intermediate points. 


The value of a carload of sewer pipe ranges from 
$100 to $130 per car, and the value of a carload of hollow 
building tile and drain tile from $75 to $100. All these 
commodities can be loaded into ordinary stock, gondola or 
box cars. The average weight of a carload of sewer pipe 
is from 26,000 to 33,000 pounds and of hollow building tile 
and drain tile from 50,000 to 55,000 pounds. Most of the cars 
used in this traffic are received from the St. Louis & San 
Francisco. 

Considering the facts, circumstances and conditions 
appearing of record, we conclude that respondents have 
not justified the proposed increased rates on brick and 
hollow building tile and that the present rates would be 
reasonable for the future. We further conclude that 
respondents have not justified the proposed in@reased rates 
on sewer pipe and drain tile. We are of opinion, however, 
that the rates to Kansas City on these latter commodities 
may with propriety be increased to 5 cents per 100 pounds. 

An order will be entered directing cancelation of the 
rates under suspension. Respondents will be permitted to 
establish, however, on five days’ notice to the Commission 
and the general public, rates of 5 cents per 100 pounds on 
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sewer pipe and drain tile from Deepwater and Creighton to 
Kansas City. 





ORDER, 

It is ordered that the carriers respondents herein and 
designated in said schedules be, and they are hereby, 
notified and required to cancel, on or before February 3, 
1915, the rates stated in the schedule specified in said 
orders of suspension. 


FORMER REPORT CHANGED 


ns 


CASE NO. 4656 (32 I. C. C., 504-508) 
COLUMBIA CHAMBER OF COMMERCE VS. SOUTHERN 
RAILWAY CO. ET AL. 


Submitted Oct. 15, 1914. Decided Jan. 4, 1915. 


3 Upon rehearing the substance of our prior report in this case, 
28.1. C. C., 339, is affirmed. That report, nevertheless, is 
changed as follows: 

2. Certain adjustments of class rates from particular eastern 
points of origin, which were not called to our attention at 
the first hearing, require a modification of the terms of our 
conclusions with respect to commodity rates from points 
from which the rates are made with relation to the rates 
— Baltimore, Md., to Columbia, S. C., and to Augusta, 

a. 

3. In view of the readjustment of rates in the southeast, now 
progressing, no order should issue at this time with respect 
to class and commodity rates from Cincinnati, Ohio, Louis- 
ville, Ky., and Knoxville, Tenn., to Columbia and to Au- 
gusta. The defendants are admonished, however, that sub- 
stantial conformity to the conclusions announced in the 
prior report will be expected. 


R. B. Herbert and C. S. Monteith for complainant. 

Frank W. Gwathmey for Southern Railway Co., Sea- 
board Air Line Railway, Atlantic Coast Line Railroad Co., 
and other carriers in the Southeast. 


Report of the Commission on Rehearing. 
McCHORD, Commissioner: 

The original report in this proceeding is to be found 
in 28 I. C. C. 339 (The Traffic World, Nov. 22, 1913, p. 923). 
Within a short time after that decision was published, some 
of the defendants filed a petition for rehearing, which was 
denied. Thereafter, additional facts of importance having 
been brought to the attention of the Commission, upon 
further consideration the case was reopened. 

The carriers aver that as the reasonableness of the 
rates to Columbia and to Augusta is not the issue, it was 
an obiter dictum for the Commission to say at the bottom 
of page 345 of the report— 


that competition between rail carriers and water carriers has 
not. reduced the rates by rail to Augusta below the point of 
reasonableness to the rail carriers. 


This criticism is just. The word “reasonableness” 
should not have been used. It should be replaced by the 
phrase “yielding some compensation.” 

The defendants also find fault with the following state- 
ment on page 347 of the former report: 


Transportation by river, however, was not the basis upon 
which class rates from the east were equalized to Columbia and 
Augusta; the real basis was the relatively equal rail distances 
of these cities from Charleston and Savannah. 


They assert that the relatively equal rail distances of 
these cities from the ports has never received consideration 
by them in making rates from the east. Testimony on be- 
half of certain of the defendants indicated that at one 
time the rail situations of Columbia and Augusta with 
relation to the ports, had received consideration in the mak- 
ing of class rates from eastern points of origin, and 
that this relationship of class rates thus established had 
been continued for a long period of time. Without attempt. 
ing to decide the history of these rates, we now hold that 
for the future the relatively equal rail distances of Colum- 
bia and Augusta from the ports of Charleston and Savan- 
nah, respectively, should have due weight in the making 
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of all rates to Columbia and Augusta from eastern points, 
such as New York, Philadelphia and Baltimore. 


It is not necessary to set forth in detail the various 
other particulars in which the defendants allege our former 
report to be in error, for the result of the rehearing 
is to confirm the general conclusions therein reached. The 
matters brought to our attention at the rehearing, however, 
necessitate some restriction of our former finding, and 
views of the current rate situation in Carolina and south- 
eastern territories, somewhat broader than demanded by 
the complaint, require modifications of our report and 
order. 


The evidence upon which our former report was based 
showed that class rates from the East were made the same 
to Columbia and to Augusta; it also showed that this 
equality is not extended generally to the rates on specific 
commodities; and, no good reason appearing to the con- 
trary, we held “that commodity rates from Baltimore, Md., 
or from points from which the rates are made with rela- 
tion thereto, to Columbia, S. C., which exceed those con- 
temporaneously maintained from the same points to Au- 
gusta, Ga., all rail or water and rail, unduly prefer Augusta 
and subject Columbia to undue prejudice and disadvantage.” 


It now appears that this finding was too broad because 
neither the complainant nor the defendants had called to 
the attention of the Commission certain variations from 
equality in class rates from points in New England and 
from certain interior eastern points. The rates from these 
points, while not the same to Columbia and Augusta, are al] 
made with relation to the rates from Baltimore, and the 
finding of the Commission would, if not modified, result 
in an equality in commodity rates from New England and 
from interior eastern: points to Columbia and Augusta, 
which does not exist in the class rates. 


In our former report all class rates from the east were 
illustrated by the rates from Baltimore, fhe evidence show- 
ing that rates from all other eastern points bear definite 
relationships to the rates from Baltimore. The corrected 
record now before us makes plain the fact that this state- 
ment of the general rate adjustment should be modified as 
hereinafter indicated. 


To Carolina, as well as to southeastern territory, rates 
from Philadelphia, New York, and other eastern points, 
are made with relation to the rates from Baltimore. To 
Columbia, in Carolina territory, and to Augusta, in south- 
eastern territory, these class rates are the same. For 
example: 


To Columbia and Augusta from Philadelphia, Pa., and 
New York, N. Y.: 
Clas, sa55qecs ae 8: 458.8 scbsSs 2S BS 
AD OE esate 108 91 79 66 53 42 33 47 37 36 49 62 71 
Water and rail. 96 81 70 58 47 37 28 42 32 31 43 54 61 


Nothing said in the present report is to be under- 
stood as modifying in any degree our former conclusions 
with respect to commodity rates from such points. That 
is to say, we now adhere to the finding that from points 
such as Baltimore, Philadelphia and New York, from which 
class rates are the same to Columbia and to Augusta, the 
commodity rates to Columbia should not exceed the rates 
‘o Augusta from the same points of origin. 


Class rates from New England may be illustrated by 
he rates from Boston and from Boston rate points, which 
ire as follows: 

From Boston, Mass., water and rail to— 


CIGMM ates apes Sa ee ee ee ee ee a a 
‘columbia ..... 113 96 84 71 58 47 38 52 42 41 54 67 81 
\ugusta ...... 108 91 79 66 53 42 33 47 37 #36 49 62 71 
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From Boston, Mass., all rail to— 


CIASR: on enc ccces Se ee ee a ee ee 
Columbia ...... 101 86 75 63 52 42 33 47 37 36 48 59 71 
Augusta ...... 96 81 70 58 47 37 28 42 32 31 43 54 61 


As shown by these tables there is no equality in the 
class rates from New England points to the destinations 
named; on the contrary there is a constant difference of 5 
cents per 100 pounds throughout the classes, the difference 
of 10 cents in class F rates applying on flour per barrel, 
200 pounds; and yet all these rates are made with relation 
to the rates from Baltimore. The complaint did not speci- 
fically attack rates from New England, and this variation 
from the general equality.in class rates from eastern points, 
which was not brought to our attention at the prior hear- 
ings, is now explained as reflecting the greater water dis- 
tance and higher water rates to Carolina territory. The 
defendants say that to southeastern territory the rail-and- 
water rates from Boston are made the same as from New 
York, the traffic moving usually through the ports of 
Charleston and Savannah; that the distance by water from 
Boston to these ports does not greatly exceed the distance 
from New York, and that there is no difference in the 
water rates from Boston and from New York to Charleston 
and to Savannah. On the other hand, they say, the usual 
port of transshipment for traffic moving water and rail to 
Carolina territory is Norfolk; that not only is the distance 
by water to Norfolk greater from Boston than from New 
York, but that the all-water charges are higher, and that, 
therefore, this adjustment is proper. 

The adjustment of rates from New England points to 
Columbia and to Augusta is not in issue; it. was first called 
to our attention by the defendants on rehearing as illus- 
trating a rate relationship in the territories named based 
upon the rates from Baltimore, which would be destroyed 
if our order were strictly observed, and therefore it is not 
necessary in this case to decide whether this relationship 
be just or unjust. For the present the rights of all par- 
ties will be maintained by restricting our orders so that 
it will not cover points in New England. 

The defendants also assert that our order with respect 
to commodity rates from the east would destroy, if ob- 
served strictly, the present adjustment of rates from in- 
terior eastern points, such ‘as Syracuse and Rochester, 
N. Y., to Carolina and to southeastern territories. This ad- 
justment arises by reason of the fact that there is competi- 
tion for traffic to points in southeastern territory from such 
interior eastern points between the lines through the Ohio 
River crossings and the rail-water-and-rail lines, whereas 
there is no competition via the Ohio River for traffic to 
points in Carolina territory. However this may be, this 
adjustment is not here in issue. 

Turning to that portion of our former report which 
deals with the rates from the west to Columbia and to 
Augusta, we confront a situation that is complicated by 
proceedings for the adjustment of rates in Carolina and 
in southeastern territories in order to conform to the re. 
quirements of the fourth section of the act. In the former 
report we found no reason to take Columbia out of Caro- 
lina territory or to give it an undue advantage in that terri- 
tory in rates from western points of origin; we also found 
that rates from all points can not be made the same to 
Columbia and to Augusta, and that nothing in the record 
then before us warranted such an attempt; nevertheless, 
from certain western points we required the carriers to 
-maintain class and commodity rates to Columbia which 
should not exceed those contemporaneously maintained to 
Augusta. Nothing shown on rehearing convinces us that 
these findings are erroneous, and nothing herein said is to 
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be construed as receding in principle therefrom; a broader 
view of the rate relationship of Carolina and southeastern 
territories, however, clearly shows that while Columbia 
is entitled to rates from Cincinnati, Louisville and other 
western points substantially the same as those applying 
to Augusta, such adjustment should not be so literally ob- 
served as to produce violations of the fourth section of the 
act at other points. 

Since the first report in this proceeding was published, 
the carriers, endeavoring to adjust all rates from the Ohio 
River crossings to Carolina territory in conformity with the 
long-and-short haul requirements of the act, have published 
new rate scales to practically all points in North and South 
Carolina. These new scales involve increases and reduc- 
tions in particular rates, and, it is asserted, will eliminate 
violations of the fourth section. The present rates from 
the west to Augusta and Columbia may be shown gener- 
ally by the following table: 

From Cincinnati, Ohio, and Louisville, Ky., to— 


ae 68. BE hE oe SBS 2 Be ey 
103 90 81 65 54 43 28 38 30 26 50 50 52 


Columbia 105 94 84 68 56 44 30 38 32 30 54 62 62 


The new rates to Columbia were made effective in 
August, 1914; the Commission understands that the car- 
riers are now engaged in readjusting rates from the west 
to all points in southeastern territory, and that when these 
rates are published the deviations from the long-and-short- 
haul rule of the fourth section in that territory which have 
not been authorized by the Commission will disappear. 
What rates the carriers may publish from Cincinnati-Louis- 
ville to Augusta, we are not now advised; nevertheless, it 
is a fair inference from the facts shown with respect to 
southeastern rates in the reports known as Fourth Section 
Violations in the Southeast, 30 I. C. C., 153 (The Traffic 
World, May 16, 1914, p. 943), and 32 I. C. C. 61 (The Traffic 
World, Nov. 7, 1914, p. 865), that any correction of such 
violations in that territory will probably involve some ad- 
vance of rates to Augusta and thereby will diminish the 
disadvantages to which Columbia has been subjected. 

Our orders under the reports just cited contemplate 
that the carriers should have sufficient time in which to 
make the corrections in rates and adjustments therein 
found necessary. It is not advisable now to tie the hands 
of the carriers by ordering an exact equality of rates from 
the west to Columbia and to Augusta, and therefore no 
order with respect to such rates will be issued at this time. 

An order in accord with our findings with respect to 
rates from the east will be issued. 

ORDER. 
No. 4656. 

It is ordered, That the above-named defendants, accord- 
ing as they participate in the transportation be, and they 
are hereby, notified and required to cease and desist, on 
or before March 20, 1915, and thereafter to abstain from 
charging, demanding, collecting or receiving commodity 
rates for the transportation, all rail or water and rail, 
of traffic from Baltimore, Md:; from Philadelphia, Pa.; from 
New York, N. Y.; and from other eastern points from which 
class rates to Columbia, S. C., and to Augusta, Ga., are 
made the same, to Columbia, S. C., which exceed the com- 
modity rates contemporaneously maintained for the trans- 
portation, all rail or water and rail, of the same article 
or commodity from the said points of origin to Augusta, Ga. 

It is further ordered, That said defendants, accord- 
ing as they participate in the transportation, be, and they 
are hereby, notified and required to establish, on or before 
March 20, 1915, upon thirty days’ notice to the Interstate 
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Commerce Commission and to the general public by filing 
and posting in the manner prescribed in section 6 of the 
Act to regulate commerce, and maintain and apply to the 
transportation of traffic, all rail or water and rail, from 
Baltimore, Md., from Philadelphia, Pa., from New York, 
N. Y., and from other eastern points from which class 
rates to Columbia, S. C., and to Augusta, Ga., are made the 
same, commodity rates to Columbia, S. C., which shall not 
exceed the commodity rates contemporaneously maintained 
from the said points of origin to Augusta, Ga. 

And it is further ordered, That this order shall con- 
tinue in force for a period of not less than two years 
from the date when it shall take effect. 


SWITCHING CHARGES AT MILWAUKEE 


1. AND S. NO. 450 (32 I. C. C., 509-514) 


Submitted Nov. 5, 1914. Decided Jan, 5, 1915. 


Proposed increased charges for switching in Milwaukee, Wis., 
found to be justified. Order of suspension vacated as of 
Jan. 25, 1915. 


O. W. Dynes for respondent. 

T. H. Gill and George A. Schroeder for protestants. 

A. M. Campbell for Merchants’ & Manufacturers’ 
Association. 

A. L. Caswell for Milwaukee Tanners’ Freight Bureau. 

F. J. Streyckmans for Pulp & Paper Manufacturers’ 
Traffic Association. 

Report of the Commission. 
CLARK, Commissioner: 

The tariff under investigation in this proceeding is 
Chicago, Milwaukee & St. Paul Railway I. C. C. No. B-2459. 
By that tariff, which was filed to become effective Dec. 
21, 1911, respondent proposes to increase switching 
charges applicable in the switching district of Milwaukee, 
Wis., to interstate shipments from $2, $2.50 and $3 per 
car, dependent upon distance, to 1 cent per 100 pounds, 
minimum 60,000 pounds, for reciprocal switching; and 
from $5 and $6 per car to 1% cents per 100 pounds, 
minimum 60,000 pounds,’for movements between indus- 
tries. 

Protests were filed by the Merchants’ & Manufac- 
turers’ Association and the Chamber of Commerce of 
Milwaukee. Respondent, from time to time, voluntarily 
postponed the effective date of the tariff until May 1, 
1914. By order of April 30, 1914, the tariff-was suspended 
until Aug. 29, 1914, and by subsequent order it was fur- 
ther suspended until Feb. 28, 1915. 

Respondent’s lines of railway enter Milwaukee from 
the south, somewhat inland from Lake Michigan, and 
extend in a westerly. direction along the Menominee 
River; thence northerly through the western part of the 
city to North Milwaukee; thence east, south and south- 
west to the interior of the city at Chestnut street. The 
rails of the Chicago & North Western Railway, herein- 
after called the North Western, extend through the city 
from south to north along the shore of Lake Michigan. 
The North Western operates a belt line about 10 miles 
from the city and around it to a connection with its 
line extending to the north. 

These two carriers surround the city with their rails 
and own and control the tracks leading to industries in 
and adjacent to Milwaukee. The Minneapolis, St. Paul 
& Sault Ste. Marie Railway, hereinafter termed the Soo 
line, reaches Milwaukee over respondent’s rails from a 
point 28 miles distant from the city. Respondent han- 
dles all cars for the Soo line under a contract. ‘The 
Pere Marquette and the Grand Trunk roads reach Mil- 
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waukee by car ferry across Lake Michigan. These two 
carriers have no terminal facilities in the city other than 
tracks for storage of cars alongside their ferry landings. 
Their cars are handled within the Milwaukee terminals 
by the respondent or the North Western, and the charges 
for such handling are absorbed in the through rates 
upon an agreed basis. The larger number of the indus- 
tries of Milwaukee are located alongside respondent’s 
tracks. 

Within the switching limits of Milwaukee respondent 
operates some 287 miles of track, of which about 40 miles 
are main-line tracks. The location of the switching and 
classification yards of respondent, and the location of 
industries within the switching limits, require movements 
from and to connections with the North Western for dis- 
tances varying from a few hundred feet to about 15 miles. 
The testimony shows that the average distance cars are 
switched to and from connections with other lines by 
respondent is about 7 miles. Respondent has within the 
switching limits numerous yards, from which 350 indus- 
tries are served. The North Western tariff names 108 
industries in the switching limits which are reached by 
its rails. The yards where interchange of cars is effected 
between respondent and the North Western are known 
as the Mitchell yards, located in the southern part of 
the city. The distance of movements from these yards 
to the Chestnut street yards of respondent is about 15 
miles. The cars particularly affected by the proposed 
increased charges are those which come in over the 
North Western and are switched to industries on the 
line of respondent. 

Prior to 1901 the charge for switching within the 
Milwaukee switching district was $5 per car, except that 
for movements to and from Chestnut street the charge 
was $6 per car. In 1901 the reciprocal switching charges 
were changed to $2, $2.50 and $3 per car, dependent upon 
the length of the haul, but no change was made in the 
charges for switching between industries. These charges 
are still in effect. 

It is conceded by protestants that there would be no 
interstate traffic to which the charge of 1% cents per 
100 pounds for movements from an industry on one line 
to an industry on another line would apply, and counsel 
for respondent stated that the tariff naming that charge 
is filed with us only to cover some casual interstate 
shipment that might not be covered by other tariffs on 
file. With certain exceptions, not necessary to be stated, 
the reciprocal switching charges are absorbed under ex- 
isting tariffs, and respondent insists that the protestants, 
therefore, have no interest in the proposed increased 
charges. But we cannot upon that theory decline to pass 
upon the reasonableness of the proposed charges. 

To justify the proposed increases respondent relies 
upon a showing made by it before the railroad commis- 
sion of Wisconsin respecting the cost of performing 
switching service in Milwaukee, in a case growing out 
of the filing with that commission of a schedule ap- 
plicable to intrastate traffic similar to the one here under 
investigation; an investigation by respondent’s statisti- 
cian into the cost of performing reciprocal switching, and 
the findings and conclusions of the Wisconsin commis- 
sion. A copy of the evidence submitted to the Wisconsin 
commission, and certified copies of the report and order 
of that commission, are filed as exhibits. 

It was in effect agreed at the hearing that the evi- 
dence heard by the Wisconsin commission and embraced 
in the exhibits referred to should be considered as if 
taken in this proceeding. The expert of that commission, 
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however, testified in this case and explained the testi- 
mony which he gave before the state commission. 

The essential steps of the cost analysis which was 
considered by the Wisconsin commission, and with re- 
spect to which evidence was submitted by respondent in 
this case, are sumMarized by that commission substan- 
tially as follows: 


A comparative study was made of the revenues and 
operating expenses of respondent for a period of years. 
The year 1912 was selected as representative of normal 
conditions, and the figures were made for that year. 
The movement of loaded cars only was considered, and 
the cost of handling empty cars was thus spread over 
the whole business of the terminal. From a detailed 
analysis of transportation movements in general, under- 
taken from various points of view, principles were de- 
rived which were applied to movements within the Mil- 
waukee terminal district. All movements were classified 
as “through,” “in,” “out,” or “terminal.” Each of the 
four types of movements was subdivided, so that every 
possible movement could be separately studied. With 
respect to each movement the following was determined: 
(a) Times handled by road engine. (b) miles handled by 
road engine; (c) times handled by transfer engine; (d) 
miles handled by transfer engine; (e) times handled by 
switch engine, and (f) ‘miles handled by switch engine. 
The mileage was determined by taking the weighted aver- 
age of districts and yards for inbound and outbound freight. 
The number of times each type of movement occurred 
during the year was ascertained. The total number of 
cars handled during the year in each movement was de- 
termined, as were also the number of times and number 
of miles cars were handled by road engines, transfer 
engines, and switching engines, respectively. 

The time normally used to complete each type of 
movement was ascertained. The operating expenses of 
the terminal district for the year 1912 were determined. 
The expenses were ascertained in part from statements 
presented by respondent, which were checked by the state 
commission, and in part by means of special studies by 
that commission. The expenses were classified as _ be- 
tween freight and passenger, and the total freight ex- 
penses were apportioned with respect to whether they 
arose in connection with the handling of “through,” “in,” 
“out” or “terminal” movements. The value of the ter- 
minal plant was determined by the engineering staff of 
the Wisconsin commission and the value was appor- 
tioned to the various operations on a “use” basis. We 
understand that the basis employed by the Wisconsin 
commission in apportioning the interest on investment 
among the various classes of movements gave due con- 
sideration to the fact that a terminal exists not merely 
for originating and terminating shipments and for local 
switching, but also for facilitating the line movement. 
Taxes were apportioned on the basis of the physical 
plant used. The cost of handling the various types of 
movements was separated into two classes of expenses, 
those varying with the length of the haul and those vary- 
ing with the number of times handled. 

The movements described by the state commission 
as “terminal” movements are movements from industry 
to industry. The nature of each of the other movements 
is indicated by the name by which it is described. The 
interstate movements here under investigation are prac- 


tically all included in those described as “in” and “out.” 


The “through” movements might be interstate, but if so 
the charges are included in the through rate. The “ter- 
minal” movements are generally not interstate. The Wis- 
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consin commission found that for the “in” movement of 
all loaded cars $6.11 per car was necessary to cover 
operating expenses, taxes and return on investment, while 
for the “out” movement of such cars the corresponding 
figure was $5.96 per car. For revenue cars only these 
figures were, respectively, $6.31 and $6.16 per car. 


Without goifg further into detail respecting the 
thorough and careful investigation and analysis made by 
the Wisconsin commission, it is sufficient to say that 
it reached the conclusion that respondent was entitled 
to maintain a charge of 1 cent per 100 pounds for move- 
ments from one industry to another on its line within 
the Milwaukee terminal district, the minimum to be 
50,000 pounds where the industrial switching charge was 
then $5 per car or less, and 60,000 pounds in all cases 
where such charge was then $6 per car, and an order 
was made to carry that finding into effect. The ques- 
tion of the reasonableness of the proposed increased re- 
ciprocal switching charges as applicable to intrastate 
traffic was reserved for further investigation. 

The statistician of respondent, who is a civil engineer, 
made a study in connection with interline movements 
in the Milwaukee switching limits. His study covered 
the movement of cars for a period of five days in 1914, 
July 3 to 7, inclusive. An exhibit was filed which con- 
tained a summary of the cost of handling cars from 
connecting lines destined to industries in the terminal 
district and movements from industries served by re- 
spondent to connections with other lines. The number 
of times a car was handled in the yards, or by transfer 
from one yard to another, from connections with the 
North Western, the Pere Marquette, the Grand Trunk 
and the Soo line, was ascertained. The cost of each 
handling was determined by an elaborate and careful 
analysis of each particular part of the service rendered. 
The conclusions of the statistician were that the average 
cost, including operating expenses, taxes and return on 
investment, of handling a car between connections with 
the North Western and certain industrial yards on 
the line of respondent was $8.13; between connections with 
the Pere Marquette and the same industrial yards, $9.42; 
and between connections with the Grand Trunk and 
these industrial yards, $8.13; and that the cost of switch- 
ing cars of the Soo line between the point at which they 
are delivered by respondent under contract with that 
line and the industrial yards referred to was $7.35. The 
number of times it was necessary to handle a car from 
connections to various yards of respondent was shown 
by the testimony of its yardmaster. The calculations of 
the statistician were based on general averages, but the 
calculations of the Wisconsin commission, which go con- 
siderably more into detail than those of the statistician, 
were based on actual movements covering a long period. 

The bases used by the state commission and by the 
statistician of respondent to determine the cost of the 
service are attacked by the protestants. A detailed dis- 
cussion of protestants’ contentions is not thought neces- 
sary. The objections as a whole contain but little merit. 

The use of cost figures in determining the reason- 
ableness of rates has been considered by us in several 
cases: West Virginia Lake-Coal case, 22 I. C. C., 605, 
629 (The Traffic World, March 23, 1912, p. 537); Boileau 
vs. P. & L. E. R. R. Co., 22 I. C. C., 640, 650, 651 (The 
Traffic World, March 23, 1912, p. 551); Pittsburgh Vein 
Operators’ Assn. of Ohio vs. P. Co., 24 I. C. C., 280, 285 
(The Traffic World, July 6, 1912, p. 9). The cost figures 


presented in this proceeding are the results of painstaking 
efforts to arrive at just and reasonable results. 


They 





ca 








are not to be disregarded because they may not be cor- 
rect in every detail and are based in part on estimates. 
They have not been impeached in any essential par- 
ticular by anything in this record. On the whole, they 
show that the existing charges do not pay the operating 
expenses, taxes and return on the investment chargeable 
to the service which respondent performs. Respondent 
asserts that the proposed increased charges are not as 
high ag the cost of the service warrants, that considera- 
tion was given to commercial conditions in Milwaukee, 
and that concessions from what might be reasonable 
charges were made. 

The protestants urge that even if the reciprocal 
switching charge is to be 1 cent per 100 pounds, the pro- 
posed minimum of ,60,000 pounds is too high, and insist 
that this minimum would operate as a discrimination 
against a large volume of freight which cannot be loaded 
above 25,000 or 30,000 pounds. As has been seen, the 
cost figures presented are practically uncontradicted. The 
Wisconsin commission found that a charge of $6.11 per 
car for “in” movements and of $5.96 per car for “out” 
movements would no more than cover operating expenses, 
taxes, and fair return on investment. We are unable 
to find that the proposed charge of 1 cent per 100 pounds, 
minimum 60,000 pounds, is unreasonable. 

Upon the record, we think that respondent has justi- 
fied the proposed increased chargés, and an order will 
therefore be entered vacating our orders of suspension 
as of Jan. 25, 115. 





: ORDER. 

It is ordered, That the orders of the Commission 
heretofore entered in this proceeding suspending the op- 
eration of said schedule be, and they are hereby, vacated 
and set aside as of Jan. 25, 1915. 

It is further ordered That a copy hereof be forthwith 
served upon the respondent herein, and that a copy hereof 
be filed with said schedule in the office of the Commission. 


NOVEMBER RAILROAD FIGURES 


A complete summary of operations of big steam roads 
for November, 1914, subject to minor revisions, made 
public on January 20, shows the following: 

For the country as a whole, operating revenues fell 
from $1,180 per mile to $1,023. 

In the Eastern District the fall was from $1,949 to 
$1,716. 

In the Southern District the fall was from $985 to $799. 

In the Western District the fall was from $886 to $781. 

For the fiscal year ending with November, for the 
country as a whole, the operating revenue fell from $6,174 
to $5,669. 

In the Eastern District it fell from $10,542 to $9,676. 

In the Southern District the decline was from $4,754 
to $4,281. 

In the Western District the decline was from $4,604 to 
$4,279. 





ORDER MODIFIED. j 

The Commission has modified its order of Oct. 14, 1913, 
in which it required the Lackawanna to establish a com- 
modity rate of 30 cents on butter and 28 cents on cheese 
from points on its Cincinnati branch to New York City, 
so as to make effective a rate of 31.5 cents on butter. It 
was necessary to increase the rate, in accordance with the 
five per cent case decision, to prevent a violation of the 
fourth section on butter from Cortland to New York City. 
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Loss and Damage to Freight 


General Managers’ Association of the Southeast Started Present Widespread Campaign Against It— 
Proposal that American Railway Association Assign Experts to Study of 


The General Managers’ Association of the Southeast 
was the first association to begin an active and compre- 
hensive movement, looking towards the reduction or elimi- 
nation of the loss and damage evil, and the first meeting 
extraordinary, in Atlanta, Ga., called by it and held under 
its auspices April 9, 1908, attended by delegates from all 
branches of the railway and steamship interests, is con- 
sidered the opening of the present widespread campaign 
against freight loss and damage. 

On Sept. 9, 1910, a second meeting extraordinary was 
held in Atlanta, attended by 126 delegates from all sections 
of the country, and it may be said to have marked the 
second stage of the agitation by the adoption of the fol- 
lowing resolution: 


Whereas, It ‘is the sense of this meeting, attended by dele- 
gates from the country at large, that while the objects of the 
General Managers’ Association of the southeast are most com- 
mendable, the questions involved are distinctly national, instead 
of sectional, and the proper results cannot be obtained without 
the harmonious cooperation and united efforts of all sections; 
therefore, be it 

Resolved, That this meeting requests the General Man- 
agers’ Associations of New York, Chicago, St. Louis and Texas 
to appoint committees on loss and damage, to work along the 
lines of. the similar committee of the southwest. 

Looking to the establishment of a bureau for the whole 
country, either independently or as a part of the organization 
of the American Railway Association. 


While the delegates were present in their individual 
capacities, they were registered as members of the fol- 
lowing railway organizations: American Steamship As- 
sociation, American Railway Association, Association 
American Railway Acct. Officers, Chicago Claim Conference, 
Committee on Uniform Classification, Freight Claim Asso- 
ciation, General Managers’ Association of the Southeast, 
American Association of Freight Agents, New York Claim 
Conference, Southeastern Accounting Conference; South- 
eastern Claim Conference, Southeastern Demurrage Bu- 
reau, Southeastern Freight Association, Southern Classifi- 
cation Committee, Southern Weighing & Inspection Bureau, 
Southwestern Tariff Committee, Superintendents’ Associa- 
tion of Atlanta, Superintendents’ Association of Chatta- 
nooga, Texas Claim Conference, Virginia Claim Conference, 
Western Classification Committee. 

Since that time, the propaganda has spread so widely 
and so many other associations and individual roads have 
done such good work that the General Managers’ Associa- 
tion of the Southeast, without having abated its activity, 
considers itself merely as one of the many factors working 
towards the desired solution. But at the last meeting of 
the General Managers’ Association of the Southeast, held 
Nov. 12, 1914, its executive committee reviewed the general 
developments in the following report: 

National Organiation. 

“Attention is directed to resolution adopted by the 
Second Meeting Extraordinary, Sept. 9, 1910. 

“The American Railway Association responded to this 
by creating a sub-committee, known as the ‘Sub-Committee 
on Packing, Marking and Handling of Freight,’ formed by 
calling on the General Managers’ Associations of New York, 
Chicago, and the Southeast, to each name three members 
thereof, and, while they have held a number of meetings 
and have accumulated information of considerable value, 
‘hey have fallen somewhat short of the effectiveness and 
scope contemplated by the Meeting Extraordinary. 





Inter-line Plans for Reduction of the Evil “ 






“Therefore, the plain necessities of the situation gave 
rise to the suggestion, in some quarters, that a new asso- 
ciation be formed for the ‘PREVENTION OF LOSS AND 
DAMAGE,’ on which proposition this association adopted 
March 25, 1914, the following resolutions: 

“Whereas, the drain upon the operating revenues of 
the carriers through the Loss and Damage Account has 
grown so enormously, that it has attracted most serious 
consideration of the managements, and in some notable 
instances individual roads have found it practicable to de- 
vise highly effective improvements in the handling of their 
freight traffic; 

“*But, Whereas, it is a fact that the majority of the 
freight business of America is inter-line, so that the 
adoption of the most approved methods by individual roads 
fails to affect the larger part of their business on account 
of said inter-line portion originating with other carriers; 

“*And, Therefore, an effective control of the Loss and 
Damage evil is so palpably an inter-line rather than a local 
question, that to cope with it successfully, it must 
be necessarily handled in a national way, preferably by 
experts most familiar with the necessities of the situa- 
tion; 

“*And, Whereas, there exists already an organization 
known as the Freight Claim Association, to which practi- 
cally all carriers subscribe, but whose scope has heretofore 
been restricted to the prompt settlement of freight claims 
with claimants and between carriers: 


“ ‘Be it Resolved, that the Freight Claim Association 
be requested to enlarge its scope of activity to include the 
study of claim causes, the development of suggestions for 
standard practices for the proper handling of inter-line 
freight, and to consider the application of remedies to 
prevent losses, damages, delays, etc., that to such end they 
be further requested to organize a committee or committees 
for the special purpose of studying the prevention of 
claims, and to suggest standard practices for the receiv- 
ing, packing, marking, loading, billing, ve ee and 
delivery of inter-line freight: 

“‘And, to this object, the managerial officers pledge 
their cordial sympathy, and that, recognizing the most ex- 
cellent work of the American Railway Association, through 
its Sub-Committee on Packing, Marking and Handling 
of Freight, that said committee be asked to work in close 
co-operation with the Freight Claim Association and lend 
its efforts towards the devisement and adoption of standard 
methods and practices in the handling of inter-line freight; 

“‘Be it Further Resolved, that the chairman lay this 
resolution before the other General Managers’ Associations 
and other organizations of Operating and Managerial Of- 
ficials, with request for their concurrence herein.’ 

“The Freight Claim Association has taken action in 
accordance with these resolutions, and at the same time 
the American Railway Association has acted by increasing 
its Committee on Packing, Marking and Handling of 
Freight to sixteen, which will include the five members 
of the new ‘Committee on Cause and Prevention’ of the 
Freight Claim Association, one member each from the five 
Weighing and Inspection Bureaus, one member from the 
American Railway Perishable Freight Association and five 
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of the original members nominated by the General Man- 
agers’ Associations. 

“This committee is expected to formulate standard 
practices for the proper receiving, billing, loading, marking, 
transportation, and delivery of freight, said standards to 
represent the result of a study of all of these features, with 
a view of determining the best methods of handling each 
step in the transportation of freight from the door of the 
receiving depot to the door of the delivery depot. After 
same have been finally determined, through the appropriate 
and proper channels, it is then contemplated that the 
Freight Claim Association will so base its rules as to put a 
premium on the proper maintenance of these standards, 
by making the line guilty of improper handling bear the 
burden of any loss or damage that may result from such 
negligence. 

. “The ineffectiveness of the work of the committee here- 
tofore seems to be due to the fact that the regular duties 
of the members so fully occupied their attention that it has 
been impossible to spare much time for the profound 
studies involved, and meetings of one or two days a month 
are manifestly inadequate. It is very much to be hoped that 
a small working committee of a few men can be relieved of 
their regular work and give all their time to the studies 
undertaken by the committee, or at least that the Ameri- 
can Railway Association will employ one or two expert and 
experienced men to conduct the work under the direction 
of the committee. 


Framing Claim Rules. 


“From the time your association first became inter- 
ested in this subject, your Committee on Loss and Damage 
has clearly seen the undesirable influence of an Average 
Pro-rate Principle in the rules of the Freight Claim Asso- 
ciation and a reversal of this policy in the adjustment of 
claims between carriers has been considered of funda- 
mental importance. 


“A brief recital of the situation will probably be il- 
luminating. 


“The Freight Claim Association came into existence 
over twenty years ago, through the need of an organized 
and uniform system of adjusting losses and damages be- 
tween carriers, after settlements had been made with 
claimants. At that early date the operation of each railroad 
was so individualistic that it would probably have been im- 
practicable to have secured consideration of the relative 
merits of operating practices. 

“The great desideratum was the facilitation of the dis- 
position of inter-line claim balances between carriers, and, 
to accomplish this successfully, it was necessary to resort 
to the solution of prorating claims upon a broad average 
basis of ‘give and take,’ the theory being that the injustice 
visited upon one line in paying a share of a claim caused 
by a fault of another line, would equalize itself between 
carriers, which has proven true, but the evil lies in the 
palliation of bad practices, because of the fact that the 
penalty for a concrete case of negligence or inadequate 
methods is so shared between several lines that the bene- 
ficial influence of a stinging incentive for future prevention 
is largely lost. 

“The agitation of the loss and damage question since 
1908 has emphasized the fact that in combatting this evil 
‘an ounce of prevention is worth a pound of cure,’ and the 
sentiment has crystallized among the freight claim agents 
that the relative merits of operating practices should be 
recognized in the claim rules; so that at the annual meet- 
ing of the Freight Claim Association in Galveston, May 13- 
15, 1914, the rules of said association were amended so as to 
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provide for the study of claim causes and application of 
proper remedies therefor. A standing committee on ‘Cause 
and Prevention’ was also created to work closely with the 
American Railway Association to the end that as fast as 
proper standards of practice can be established through 
the appropriate channels, the Freight Claim Association 
will embody such principles in their Code of Rules, so that 
the specific responsibility for the creation of a claim will 
be made to rest where it belongs, thus bringing into full 
piay the normal incentive for the application of remedies, 
which have heretofore been deadened by the Average Pro- 
rate Principle. 


Southern Weighing and Inspection Bureau, 


“For ready reference, recommendation adopted by the 
First Meeting Extraordinary, April 9, 1908, is quoted: 


The range of articles tendered for shipment is so wide that 
we believe to secure uniform enforcement of the rules it is 
Necessary to have receiving stations supervised in a general 
way, and we think much good could be accomplished by such 
a supervisory authority, which could take up with manufactur- 
ers or shippers in behalf of all the lines and insist on better 
packing. 

Our recommendation would be that this duty be conferred 
upon the Southern Weighing and Inspection Bureau. 


“All members are familiar with the earnest efforts 
which have been made since that time to bring about 
the adoption of this suggestion, and it is only necessary 
now to report that on June 1, 1914, the Southern Weigh: 
ing and Inspection Bureau will inaugurate the desired su- 
pervision of marking and packing, commencing first by 
a campaign of moral suasion and general education of 
the shipping public, and of railroad agents and receiving 
clerks, as to proper marking and packing of freight, 
somewhat along the trail blazed by the marking and 
packing inspectors employed for a time by this associa- 
tion to conduct similar campaigns in various cities. 


Standard Specifications for Containers. 


“In .the elimination of freight loss and damage, it 
is readily to be seen that the relation of the container 
to the problem is similar to the keystone in an arch. 

“Not only must it be universally conceded that con- 
tainers should be of sufficient adequacy and strength to 
reasonably protect contents under the normal conditions 
of modern transportation, but deficient containers furnish 
such a striking and reasonable excuse and explanation 
for breakage that the difficulties confronting the railroads 
in disciplining negligence and overcoming carelessness 
or roughness in handling by their own employes, are 
greatly multiplied. 


“The existing classification rules on containers sre 
by no means sufficiently explicit, but under the super- 
vision of marking and packing by the weighing and in- 
spection bureaus, it is believed there will be a constant, 
powerful and intelligent pressure for the adoption of 
detailed specifications for containers for every commodity. 

“Your association has long recognized the necessity 
for standardization of containers, and, while pressing for 
supervision by the inspection bureaus, as one of the roads 
to that end, it has also exerted itself in other directions 
as well. 

“For several years the association has been in touch 
with the National Association of Wooden Box Manufac- 
turers and has urged upon them to formulate standards 
for wooden boxes. At times these manufacturers have 
manifested considerable enthusiasm on the subject, but 
which unfortunately seems to be of an intermittent in- 
tensity. They have clung rather tenaciously to the 
thought that the railroads should practically subsidize 
the standardization by a preferential classification, but 
they have been given no encouragement in this*direction. 
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There has been held before their eyes the fact that the 
greatest inroads made by substitute containers have been 
due to the flimsiness and deficiency of some wooden con- 
tainers and that the salvation of the manufacturers of 
adequate wooden containers lies in the devisement of 
standards which will automatically exclude the inferior 
wooden containers and at the same time serve as a basis 
of strength and efficiency by which to measure substitute 
containers. 

“The decision of the Interstate Commerce Commis- 
sion in the Pridham (Fiber Box) Case has served to em- 
phasize these arguments, and the latest information is 
that the wooden box manufacturers are working slowly 
in the desired direction by a series of scientific tests 
of the resistance of different kinds of wood. 

“It is gratifying to report the creation by the Ameri- 
can Society for Testing Materials, of a special com- 
mittee known as ‘Committee D-10, on Standard Tests and 
Specifications for Shipping Containers,’ to study and work 
for the standardization of shipping containers as an im- 
portant link in the conservation of national resources. 
The personnel of the committee, including representative 
wooden box, fiber box, barrel and sack manufacturers, 
particularly with Col. B. W. Dunn, chief inspector, Bureau 
of Explosives, as chairman, is of an extremely high type, 
and valuable results can confidently be expected from 
this source. 

“After a careful study of the rules and regulations 
of member lines, lines ,operating in other sections, and 
answers of a large number of agents, freight claim agents 
and other experienced men to the association’s ‘List of 
Questions for Examination of Agency Employes,’ a book 
of ‘Standard Instructions to Agency Employes for the 
Handling of Freight’ has been compiled, and adopted by 
the association as recommended practice. 

“While the Book of Instructions is not claimed to be 
perfect, it marks a long step forward in the direction 
of uniformity and is a basis for complete, definite and* 
comprehensive instructions to employes for the proper 
handling of freight. It is to be hoped that the American 
Railway Association will find it desirable to adopt as 
recommended practice a standard code of such rules, and 
it is felt that our compilation constitutes an excellent 
foundation therefor.” 

Meeting of November, 1914. 

At the meeting of Nov. 12, 1914, a further resolution 
was adopted and transmitted to the American Railway 
Association, reading as follows: 

“Whereas, Freight loss and damage exceeds thirty 
million dollars per annum, and the American Railway 
Association has recently indicated that there will be a 
further increase for the current year; and 

“Whereas, The work already under way, and which 
is yet to be taken up by the American Railway Associa- 
tion Committee on Packing, Marking and Handling of 
Freight, for the reduction and prevention of this freight 
loss and damage expense, is of such importance that it 
should be expedited as much as possible; therefore, be it 

“Resolved, It is the sense of this meeting that there 
should be assigned exclusively to the service of the com- 
mittee one or more experts in the handling of freight; 
and be it further 

“Resolved, That the chairman be instructed to convey 
this expression to the American Railway Association, 
with the hope that the latter can see its way clear to 
supplement its organization by the appointment of one 
or more such experts to devote their entire time to a 
study of these matters, and the development of informa- 
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tion on which the Committee on Packing, Marking and 
Handling of Freight may base prompt and effective action; 
and be it further 

“Resolved, That these resolutions be submitted to the 
General Managers’ Associations of Chicago and New York 
with request for their consideration and concurrence 
herein.” 

It is thought probable that the war depression, which 
must force upon the American Railway Association a policy 
of retrenchment, will defer favorable action on this reso- 
lution for a time, but its importance has been empha- 
sized by the recent address by Chairman Harlan of the 
Interstate Commerce Commission to the National Asso- 
ciation of Railway Commissioners, in which he pointed 
out that the settlement of loss and damage claims has 
grown from $7,055,622 in 1900, to $30,885,454 in 1913, an 
increase of 337-per cent, during which period freight 
earnings have increased only 109 per cent. 

The Interstate Commerce Commission, in its Twenty- 
eighth Annual Report, sent to Congress last month, re- 
peats these figures and also points out the fact that in 
the three years ending with 1910 the amount paid out 
for loss and damage decreased year by year, but between 
1910 and 1913 there was an increase of 41 per cent, as 
against an increase in freight revenue of 14.2 per cent. 
Forecasts for 1914 indicate that loss and damage will 
be as high as $34,000,000, or an increase of about 12 per 
cent over 1913, despite a decrease in business. 

The loss and damage question has changed from a 
local to an interline problem, and, while energetic indi- 
vidual treatment halted the increase for a time, success- 
ful permanent results, it is argued, can be achieved only 
by united interline action, in one form or another. Many 
of those best qualified to judge hold that the logical 
channel is through the American Railway Association and 
by the permanent assignment of experts to that exclusive 
duty. 


ANTHRACITE COAL INQUIRY 


THE TRAFFIC SERVICH NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Argument, covering two days, January 15 and 16, 

was made before the Commission in its own inquiry into 
the rates, rules, practices and regulations of carriers 
in the transportation and storage of anthracite coal from 
the mines to tidewater and to lake ports. - The Com- 
mission began its inquiry in June, 1912, when, following 
the Meeker case, the Marian and other cases, it raised the 
question as to whether the hard coal carriers are not 
violating the commodities clause and giving undue pref- 
erence and advantage to coal companies affiliated with 
them or controlled by stockholders of the railroad com- 
panies. 
; John J. Hickey, the special agent and attorney for 
the Commission in this matter, made an opening state- 
ment January 15 of two hours’ duration, in which he 
reviewed the history of the railroads and the coal opera- 
tions which, according to popular notion, supported in 
considerable measure by the testimony and evidence in 
the proceeding, have passed fully under the control of 
the coal-carrying roads. 

The independent operators and coal dealers appeared 
in the matter as interveners, represented by W. A. Glas- 
gow, Jr., and Robert D. Jenks. They are insisting that the 
coal-carrying roads shall establish through routes and 
joint rates from each field to points of destination in- 
stead of each road endeavoring to restrict the indépend- - 
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ents to points reached by their own rails; they insist 
that the coal roads abolish all discriminatory practices; 
establish adequate facilities for all dealers and operators, 
for the storing of hard coal at tidewater points for 
reasonable periods, and the elimination of all unreason- 
able restrictions in the enforcement of demurrage regu- 
lations that may be necessary to prevent undue detention 
of any equipment. 

The interveners argued that the coal roads~ are ex- 
acting too high rates on the commodity, even on the 
assumption that its being practically their only large 
revenue tonnage, makes it necessary for them to bear 
rates higher than might be exacted under other circum- 
stances and conditions. 

Messrs. Glasgow and Jenks suggested that if the 
carriers are in the evil financial situation they allege, 
they are in that condition because of the’ methods they 
have pursued in undertaking to control the coal business 
instead of confining themselves to the operation of rail- 
roads. They did not admit that the figures submitted 
as showing the property investment of the companies 
really show the investment at all. 


Hines Makes Impression. 


In an exhaustive discussion of the rate phase of 
the subject, Walker D. Hines, at the January 15 after- 
noon, January 16 morning and part of the afternoon 
session of the Commission, put the hard coal carrying 
roads in a more favorable light than they have stood 
before the Commission for many a day. He premised 
his remarks by the observation that no matter what 
may be thought about the relations between the trans- 
portation companies and the coal producing and mar- 
keting companies, after there is a complete separation 
between the two, there still remain the immense trans- 
portation plants serving the public whose rates must 
be adequate if they are to continue that service and 
to receive adequate compensation therefor, 


Broadly speaking, he contended that the actual in- 
vestment of those who own those properties is greater 
than the public or even the Commission has been in- 
clined to give them credit for. Personally, he confessed 
that his two years of study of the questions brought to 
the front by the Commission’s inquiry into the rates, 
rules, regulations and practices of these carriers had 
brought to him a realization that the popular impression 
about overcapitalization is erroneous, so far as these 
roads are concerned; that where there is one dollar of 
overcapitalization there are two of undercapitalization. 

“Any rule with regard to capitalization should work 
both ways,” he said at one point of his argument. “The 
Commission, time and again, has said it could not make 
rates for the benefit of the poorest road nor could it make 
* them for the most favorably located and best managed. 
It must make rates that will be fair for the whole ter- 
ritory and all the railroads involved. If unfavorable 
inferences are to be drawn from what has been called 
the overcapitalization of the Erie, then should not favor- 
able inferences be drawn from the undercapitalization 
of the Lackawanna? Or are unfavorable inferences to be 
drawn from no matter what happens to be the fact with 
regard to the capitalization of a railroad?” 


As to the cost of carrying hard coal, he admitted 
that the carrying of coal at present rates is remunerative; 
that without doubt the money derived from those rates 
goes, in part, to’ pay the cost of carrying other traffic, 
rates as to which are fixed by high competition and 
which cannot be raised until there is a public sentiment 
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allowing passenger fares, for instance, to be fixed at a 
figures that will assure the passenger traffic paying, no: 
only its share of the cost of operation, but also its share 
of the capital cost. 

“Until there is a much greater advance in cost keep- 
ing, the share of expense to be borne by each class of 
traffic cannot be _ scientifically ascertained. The cost 
figures set forth by Examiner Morgan, by their terms 
appear to allocate more than half the cost of carrying 
hard coal to tidewater, but the simplest of analyses shows 
that the percentage of ascertained and assigned costs 
is not nearly one-half of the total. The Commission 
knows there is no method for separating freight and 
passenger costs upon which two persons will agree, and 
when the attempt to ascertain the cost of different kinds 
of freight traffic is made, the difficulties encountered in 
the attempt to separate freight and passenger costs are 
multiplied many times. 

“There is no doubt but that when the scientific 
method of cost keeping is attained it will show that the 
hard coal traffic is very remunerative. The backbone 
traffic of all railroads is remunerative. It must be, 
else there would be no railroads.” 

Original Cost. 


Mr. Hines said that the railroads had gone back in 
their books to ascertain original cost, some as far as 
1848. They have charged out items that should not 
appear and put in those which, under the rules of the 
Commission promulgated in 1907, should appear, with the 
one exception of the Pennsylvania. It refused to go 
back of 1898, and it refused to include in its account 
$130,000,000 ‘spent prior to that date, which, under the 
rules of the Commission, it is at liberty to charge to 
capital account. 

Under that strict recasting of accounts the following 
investments per mile of road were made to appear: 
Lackawanna, $195,085; Pennsylvania, $181,105; Reading, 
$154,353; Central of New Jersey, $144,078; Lehigh Valley, 
$140,005; Delaware & Hudson, $100,801, and New York, 
Ontario & Western, $98,449; average, $158,679. 

If the $130,00,000 which the Pennsylvania declines 
to put into its recast accounts is added, the average 
becomes $210,873. The average main track cost is 
$105,823, without the $130,000,000 included. The average 
for other tracks is $65,316, without the $130,000,000 in- 
cluded. The average of main track with the $130,000,000 
included is $135,,623, and of other tracks $83,656. 

Without saying to the Commissioners that their idea 
of a railroad is probably two main tracks with side- 
tracks every few miles, Mr. Hines went into much detail 
as to what these coal carrier roads are made of, with 
their four, five and six main tracks and 150 sidetracks 
alongside each other in many of their yards. In other 
words, he showed, without saying his intention was to 
do so, that the average conception of what constitutes 
a railroad is not to be used in thinking of these roads. 
Then, to reinforce his remarks, he told about the esti- 
mates that were made as to what it would cost to build 
an ordinary double-track road from Buffalo to Troy, the 
gone into, and it was inferred that the Department of 
Justice might be willing to have the bill made less 
lowest estimate being $233,000 per mile and the estimate 
of the New York Public Utility Commission $297,000 per 
mile. That road was not built, the New York om- 
mission refusing to give the project a certificate of con- 
venience and necessity. 

Assuming that the roads will be able to get the 
full benefit of the recent five per cent auvance in rates, 
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both interstate and intrastate, which not even the most 
optimistic think is possibile, and assuming that the Com- 
mission might be tempted to reduce the rates in the 
percentage shown in the Meeker case, 8.5 per cent, he 
submitted the following estimates of results: 

D. & H. gain, $375,000, loss $836,000; Erie, gain 
$1,175,000, loss $1,092,000; Jersey Central, gain $400,000, 
loss $856,000; Lackawanna, gain $600,000, loss $1,252,000; 
Lehigh Valley, gain $625,000, loss $1,484,000; New York, 
Ontario & Western, gain $121,000, loss $395,000; Penn- 
sylvania, gain $4,000,000, loss $926,000; Reading, gain 
$20v,000, loss $1,135,000; Susquehanna & Western, gain 
$41,000, and loss $130,000. 

On the investment, the figures submitted by him 
show that the various companies earned the following 
percentages:. D. & H., 6.74; Lackawanna, 7.03; Reading, 
6.65; Jersey Central, 6.68; Ontario & Western, 3.37; 
Lehigh, 5.34; Susquehanna & Western, 2.04; Erie, 3.51, 
and Pennsylvania, 4.69, an average of 5.06. On operations 
during the last five months, he said, the losses of op- 
erating revenues have been $2,567,000, but he did not 
care to discuss that feature, because he said the Com- 
mission became familiar with that during the recent five 
per cent case. 


EMBARGO INQUIRY 


Arthur Hale, as general agent of the American Rail- 
way Association and chairman of its two committees— 
that of Relations Between Railways and that of Arbitra- 
tion—that have most to do with the matter of railroad 
embargoes, was on the stand most of the time at the 
opening session Wednesday of the hearing conducted in 
Chicago this week by Interstate Commerce Commissioner 
Daniels in the Commission’s own inquiry into the matter 
of embargoes. O. E. Butterfield appeared as attorney 
for the American Railway Association and. for carriers 
having 190,000 miles of line. He conducted the examina- 
tion of Mr. Hale and other witnesses put on the stand 
by the railroads. T. M. Bowers conducted the cross- 
examination—if such it may be called in a friendly pro- 
ceeding—for the Commission. 

Embargoes are necessary, according to Mr. Hale, be- 
cause there is no limit on shipments. Anybody can make 
a shipment anywhere, whereas railroad facilities to handle 
those shipments are practically fixed and cannot be im- 
provised to meet an emergency. The railroads had found 
some kind of regulation of this unlimited power of ship- 
ment necessary, he said, and the embargo was the best 
that had been discovered. The railroads, he said, do 
not like embargoes. They reduce railroad receipts and 
may cause a loss of patronage to a competing road that 
has not found it necessary to put into effect an embargo 
at a certain time or on a certain commodity. But it is 
an advantage to the railroads as the lesser of two evils. 
No embargo, he said, is justified unless the stoppage 
of a particular traffic results in the general improvement 
of traffic. 

Mr. Butterfield asked if the embargo was not a means 
of protection against monopolization of traffic facilities 
by certain shippers to the disadvantage of others. Mr. 
Hale replied that that was one of the cases that arose 
frequently. In such cases, he said, the railroad, in put- 
ting on an embargo, acted not only in self-defense, but 
in defense of shippers. 

Justification for Embargoes. 


He said embargoes were justified by five causes: 
Acts of God, such as floods; accidents, such as the de- 
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struction of a bridge; war, revolution, or insurrection; 
government regulations, such as regulations in the matter 
of handling explosives, prohibition laws, and quarantine 
against the hoof and mouth disease; and accumulation of 
cars. This last, he assumed, was chiefly under consid- 
eration in the present inquiry. Only from 15 to 20 per 
cent of embargoes now in force, he said, were due to 
this cause, however. 

This accumulation of cars, he said, was due to three 
causes: When railroad facilities are not sufficient to take 
the cars; failure of the railroad to make sufficient charge 
for its facilities (because when storage, for instance, is 
free the privilege is likely to be abused and the facility 
overloaded); and inability of consignee to furnish fa- 
cilities for a rush of business. 

Embargoes, h@ said, are not as frequent now as they 
were prior to 1906, because since then the demurrage 
rules have been greatly improved. They average now 
about one week for a large road, he said, whereas formerly. 
one a day was nearer the mark. He thought that if 
the storage and demurrage system could be perfected few 
embargoes would be necessary. 

A frequent cause of embargoes, he said, was the atti- 
tude of consignees that they will accept anything shipped, 
as in the case, for instance, of grain dealers. Grain is 
shipped to them without their knowing it is coming and 
therefore without anyone being able to tell whether its 
arrival will cause congestion. The remedy for this sit- 
uation, he said, was with the shippers and consignees. 
Men in trade could conduct their business in respect to 
embargoes better than the railroads could run it for them. 

The railroads, he said, tried to be fair, but there 
were many difficulties and sometimes an injustice was 
done. 

Perishable Freight. 


There was considerable trouble with perishable freight 
—one of the cases where certain consignees may mo- 
nopolize too much of the facilities of the railroads. He 
recalled one case of a refrigerator car held for five months 
notwithstanding the demurrage. Demurrage was not high 
enough then, he-explained, to take care of the situation. 
It has been increased now on refrigerator cars, he pointed 
out, but he thought it still perhaps not high enough. 
If the increase now in effect does not give the railroads 
better use of their cars, he said, they would probably 
move for a still higher rate. 

Asked as to what he thought of a plan of requiring 
carriers to notify the Interstate Commerce Commission 
of embargoes, he said he saw no reason why the Com- 
mission should not be notified of every embargo put into 
effect. But prior notice, he said, would not be practicable. 

“Tf you give prior notice to anybody,” said he, “some- 
body will squeeze under the line. Prior notice is an 
invitation to overship and would, in part, vitiate the 
embargo.” 

He said there were few complaints now in regard 
to embargoes. 

To embargo at destination, he thought, was the best 
method to use when possible. It might then be raised 
for individual shippers who could offer satisfactory evi- 
dence that the freight would not be delayed. 

In answer to a question from Mr. Bowers, the witness 
said he never knew of a case of a general embargo on 
all traffic except in case of a wreck or something of that 
sort. Every effort was made, he said, to limit the em: 


' bargo to a particular commodity. 


Reverting to the matter of prior notice, Mr. Hale said 
he distinguished between formal notice and mere con- 
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versation or negotiation. It was the practice, he said, 
when the necessity for an embargo seemed to be approach- 
ing, to make every effort to induce shipper or consignee 
to meet the situation with measures for relief, so that 
hardship might be worked neither to himself nor to others. 


Asked about a case where a car might be partly 
loaded when an embargo was declared, he said there 
was no rule on the subject, but that the practice was to 
try to induce the shipper to dispose of the car elsewhere 
than at the proposed destination, where the embargo 
was in effect, but that if that was impossible the car 
was generally allowed to go through. He never heard of 
a case, he said, where such a car had to be unloaded. 


One reason embargoes are generally declared late in 
the day, he said, was so as not to provoke additional 
shipments. By giving the notice late in the day only 
the next day, under the twenty-four-hour rule, would be 
available for loading shipments, whereas if notice were 
given early in the day there would be practically two days. 


H. G. Wilson, traffic commissioner of the Toledo Com- 
merce Club, asked if there was not opportunity for dis- 
crimination in the practice of making an exception in 
the application of an embargo in the case of a consignee 
who can satisfy the agent that if his goods are allowed 
to come through he can take care of them at once. Mr. 
Hale had testified that this was sometimes done. He 
replied that undoubtedly there was, but that there seemed 
to be no help for it. 


In the colloquy that followed Mr. Hale took occasion 
to explain that mere congestion is not an excuse for an 
embargo. The congestion must be such as to endanger 
the handling of other traffic. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


January 15, in I. & S. No. 582, the Commission sus- 
pended from January 15 to May 15, supplement No. 1 to 
B. & O., I. C. C. No. 18057. This supplement carries in- 
creased rates on shafting billets from Johnstown, Pa., to 
Cumberland, Md. 


January 20, in I. and S. No. 518, the Commission fur- 
ther suspended from January 21 until July 21 schedules 
in the following tariffs: 

Atchison, Topeka & Santa Fe Railway—Sup. No. 1 to 
I. C. C. No. 6293, Sup. No. 5 to I. C. C. No. 6596, Sup. No. 
6 to I. C. C. No. 6596. 

The Chicago & Alton Railroad Co.—Sup. No. 3 to 
I. C. C. No. A-562. 

Chicago, Burlington & Quincy Railroad Co.—Sup. No. 
32 to C. B. & Q. I. C. C. No. 9843, C. B. & Q. I. C. C. No. 
11095. 

Chicago Great Western Railroad Co.—Sup. No. 4 to 
I. C. C. No. 4925. 

Chicago, Rock Island & Pacific Railway—Sup. No. 
21 to I. C. C. No. C-9383; I. C. C. No. C-9699. 

The Galveston, Harrisburg & San Antonio Railway; 
the Houston, East & West Texas Railway; Houston & 
Texas Central Railroad; Texas & New Orleans Railroad; 
Houston & Shreveport Railroad—Sup. No. 1 to I. C. C. 
No. 956. 

International & Great Northern Railway Co., James 
A. Baker and Cecil A. Lyon, receivers—Sup. No. 1 to 
I. C. C. No. 619. 

The Kansas City, Mexico & Orient Railroad Co.—I. 
c. C. No. 210. 





The Kansas City Southern Railway Co., Arkansas 
Western Railway Co.—Sup. No. 11 to I. C. C. No. 3208. 

Midland Valley Railroad Co.—Sup. No. 1 to I. C. C. 
No. 292. 

John Scullin, Jesse McDonald and W. S. Holt, receiv- 
ers, Missouri & North Arkansas Railroad—Sup. No. 1 to 
I. C. C. No. 253,.Sup. No. 1 to.I. C. C. No. 259, Sup. No. 
1 to I. C. C. No. 283, Sup. No. 1 to I. C. C. No. 336. 

- Missouri, Kansas & Texas Railway Co.—Sup. No. 1 
to I. C. C. No. A-3553, Sup. No. 1 to I. C. C. No. A-3976; 
_I. C. C. No. A-3994. 

The Missouri, Kansas & Texas Railway Co. of Texas; 
the Wichita Falls & Northwestern Railway Co.—Sup. No. 
1 to Wichita Falls Route I. C. C. No. 118. 

The Missouri Pacific Railway Co.; St. Louis, Iron 
Mountain & Southern Ry. Co.—Sup. No. 1 to I. C. C. No. 
A-1150, Sup. No. 1 to I. C. C. No. A-2033, Sup. No. 1 to 
I. C: C. No. A-2437, Sup. No. 3 to I. C. C. No. A-2460, Sup. 
No. 1 to I. C. C. No. A-2533, Sup. No. 1 to I. C. C. A2538. 

Northern Pacific Railway Co.—Sup. No. 1 to (N. P. 
Ry.) I. C. C. No. 5569. 

St. Louis & San Francisco Railroad, James W. Lusk, 
W. C. Nixon, W. B. Biddle, receivers—Sup. No. 2 to I. C. C. 
No. 6651. 

St. Louis Southwestern Railway Co.—Sup. No. 1 to 
I. Cc. C. No. 3311. 

Union Pacific Railroad Co.—Sup. No. 12 to I. C. C. No. 
2643. 

The Wabash Railroad, Edward B. Pryor, receiver— 


Sup. No. 1 to I. C. GC. No. 3264. 


F. A. Leland, agent—Sup. No. 46 to I. C. C. 947, Sup. 
No. 47 to I. C. C. No. 947, Sup. No. 9 to I C. C. No. 1029. 

W. A. Poteet, agent—Sup. No 15 to I. C. C. No. 305, 
Sup. No. 9 to I. C. C. No. 313. 

The suspended schedules withdraw concentration 
rates on eggs, butter and poultry at Omaha and other 
western points, the operation of which was originally sus- 
pended from September 23 and later dates, to January 21. 





WESTERN HEARING SUGGESTIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Culorado Building, Washington, D. O. 


Hearings in the western advanced rate case will be 
held at the La Salle Hotel instead of at the federal build- 
ing. The hotel will be more convenient for all concerned, 
it is believed, than the federal building, because many of 
the attorneys and witnesses will be quartered there. 

. Commissioner Daniels, before whom the hearings will 
be held, is endeavoring to guide those who will participate 
in that fight so as to prevent lost motion as much as 
possible, by outlining what ought to be done if certain 
kinds of statistics are introduced. 

There is considerable pressure for extra time in the 
case, but Mr. Daniels will endeavor to keep to his sched- 
ule. March 10, originally set aside for testimony on 
salt rates, has been added to the time which the com- 
missioner expects to accumulate by reason of some testi- 
mony not taking all the time allotted. The Commission 
has vacated the suspension of the salt tariffs so March 10 
may be devoted to whatever phase of the case has 
been left incomplete. It is an open date to be utilized 
when the need of it becomes apparent. The commissioner 
makes the following suggestions with regard to statistics. 

In order to minimize the amount of statistical work for 
the parties concerned as well as for the Commission, it is 
deemed advisable to indicate in advance of the hearings 
some of the lines of statistical evidence which may well 
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be pertinent in a case involving an increase in a large 
number of freight rates. No requirement is made at this 
time for filling out prescribed forms, but in case the car- 
riers’ records contain the data indicated below, it is sug- 
gested that such data might properly be made available 
for prompt presentation. 

Each carrier concerned will be expected to indicate 
the nature of the increased rates proposed, that is to 
say, whether by percentage or by a specific money increase, 
indicating the amount or amounts thereof, and whether 
by use of proportional or basing rates, or otherwise, and 
also indicating each commodity affected, the extent of the 
estimated increase in revenue for each commodity, both in 
absolute amount and in relation to the total freight reve- 
nue of carrier. Such an estimate must necessarily rest 
largely on the basis of past experience. 

It is desirable to have more particularized informa- 
tion regarding the causes for the growth in property ac- 
count that is obtainable from the annual reports of the 
carriers. The carriers, if-possible, will be expected to indi- 
cate to what extent this has been due to the respective 
needs of freight service and passenger service, and to what 
extent it has been caused by growth in volume of traffic, 
and to what extent to higher standards of service, to 
requirements of safety or to other causes. 

If an apportionment of revenues, expenses, taxes and 
capital charges between freight service and passenger and 
allied services is made, the extent to which the items are 
directly assigned should be shown, and the various bases 
should be explained upon which the common items are 
apportioned. 

Any statistics submitted showing operating revenues, 
operating expenses or other items in income accounts, such 
as those commonly known as fixed charges, should be 
stated so far as possible in terms of the accounting classiii- 
cations issued by the Commission. 

It. is especially desirable that a full explanation be 
given as to the plan on which the suggested increases in 
rates were determined, and as to reasons for making choice 
of the particular commodities selected for such increases. 
To the extent that existing methods of tabulating traffic 
statistics permit, it is suggested that there might well be 
shown for the various kinds of freight traffic, whether af- 
fected by the proposed increases or not, the tons, the 
ton-mileage, both net and gross, the revenue, in total and 
per net and per gross ton-mile, the average haul, and the 
average load per car. It would be desirable also to have 
an estimate of the extent to which any branch of freight 
traffic involved occasions an unusual amount of empty 
car-mileage, or occasions expense for special services or 
facilities required for Such traffic. 

It is suggested both to shippers who may appear to 
protest against these rate advances, and also to carriers, 
that it would be of assistance in judging of the relation of 
the rates increased to rates on other commodities to have 
a statement of the value per ton at point of origin of the 
various commodities compared. 

If statistics are offered tending to show an increased 
cost of performing railway services, such increase should 
be shown specifically for the important primary accounts, 
and if possible, separately for freight and passenger and 
allied services in such a manner as to show the relation of 
the increased cost to appropriate units of service or opera- 
tion as well as to total expenses and revenues. The 
causes of any increased expense alleged should be clearly 
set forth. 

If any carrier has made any special studies of the 
separation of costs as between terminal service and line 
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movement, it is suggested that such information would be 
of assistance in judging of the reasonableness of rates for 
various distances. 

If an attempt is made by any carrier to show inade- 
quate returns on the value of its property, it would be of 
assistance to have the particulars concerning valuations 
that have been made by any state, such valuation being 
brought down to date so far as the records of the carriers 
permit. Even though the valuation does not cover the 
entire system, it might well be illuminating if accompanied 
by a statement of the mileage covered by such valuation. 


MONEY FOR TAP LINES 





THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


To enable tap lines to get money they are in need of, 
the Commission, Jan. 20, issued a third supplemental order 
in I. and S. No. 11, permitting trunk lines to make division 
settlements without first getting the approval of the Com- 
mission. The settlements, of course, are to be made on 
the basis of the rates prescribed in the order of July 29. 

Amounts paid before the issuance of the order are to 
be deducted from the amounts found to be due when the 
settlements are made. Then the accounting officer who 
makes the settlement is to certify to the Commission what 
he has done. That certificate is to show as to each ship- 
ment, the date, point of origin, junction point, weight as 
billed, amount of division, amount paid under previous 
orders and amount paid under this order. 

This concession from the rigid rule of the Commission 
is one of the few made to the tap lines. 

Senator Pomerene has introduced a bill, which is a 
mixture of the Rayburn securities bill and a modified form 
of the Adamson commodities clause bill, which meets the 
objections of the tap line people because it continues the 
exemption of the lumber industry from the operations of 
the commodities clause. 

Neither bill has any chance of being passed by either 
House at the present session of Congress. The Commis- 
sion, as a body, is not backing the bills intended to neu- 
tralize the effect of the tap-line decision. The support 
for them is coming from the department of justice. The 
Commission is undertaking to adjust the situation in ac- 
cordance with the tap-line decision. 

The third supplemental order in I. and S. No. 11 is as 
follows: 

“Upon further consideration of the order entered 
herein on the 29th day of July, A. D. 1914: 

“It is ordered, That the maximum allowances or divi- 
sions fixed in said order shall apply to tap lines which 
were dismissed as parties to this proceeding prior to July 
29, 1914, and that allowances or divisions in conformity 
therewith may be paid to such tap lines by their respective 
trunk-line connections on shipments moving from May 1, 
1912, to the effective dates of the orders, respectively, dis- 
missing them from the force and effect of the orders 
entered prior threto. 

“It is further ordered, That to avoid undue delay, said 
order of July 29, 1914, be, and the same is hereby, modified 
so. as to permit settlements with the tap lines named 
therein, and with those theretofore dismissed, as aforesaid, 
by the connecting defendant trunk lines on the basis of 
the allowances and divisions therein prescribed as maxima, 
without previous approval by the Commission, upon the 


‘presentation by the tap lines to the trunk lines of state 


ments of the accrued divisions, and after such statements 
have been duly confidmed by the said connecting trunk . 





168 THE TRAFFIC WORLD 


lines from their records, and the correctness thereof shall 
have been duly confirmed by the said connecting trunk 
line which is to make the payments; provided, that the 
amounts of allowances or divisions which have been paid 
on the same shipments under the terms of previous orders 
shall be deducted therefrom; and provided further, that 
each defendant carrier so adjusting a claim or claims for 
divisions hereunder shall file with the Commission a de- 
tailed report of all payments so made, each such report 
to be certified to as complete and correct by the principal 
accounting officer of the carrier making the report, and to 
show as to each shipment the date, point of origin, junction 
point, weight as billed, amount of division allowed, amount 
paid under previous orders of the Commission, and amount 
paid under this order. . 

“It is further ordered, That each of the trunk-line car- 
riers defendant in this proceeding shall file with the Com- 
mission a copy of their division sheet with each of their 
respective tap-line connections, making effective the divi- 
sions established in conformity with the said order of 
July 29, 1914, and that each of the tap lines parties to this 
proceeding shall file with the Commission a copy of their 
distance tariff or a table of distances from all shipping 
points on their respective lines to the junctions with the 
connecting carriers, as required by the second supplemental] 
report herein.” 


THE ADAMSON BILL 


THE TRAFFIO SERVICH NEWS BUREAU, 
Colorado Building, Washingten, D. 0. 

It is a virtual certainty that no attempt will be made 
at the present session of Congress to pass the Adamson 
bill, providing for the absolute divorce of railroads from 
manufacture, mining, dealing or production. The House 
committee on interstate and foreign commerce, of which 
Representative Adamson, author of the measure, is chair- 
man, took up the bill January 15, when it heard Assistant 
Attorney-General George C. Todd, who urged its enact- 
ment. It greatly strengthens the commodities clause of 
the Act to regulate commerce and it would serve the 
ends sought by Attorney-General T. W. Gregory in his 
recent annual report, said Mr. Todd. 

After Mr. Todd had completed his testimony, Chair- 
man Adamson announced for the benefit of railroad at- 
torneys who were present that they will be notified if 
the committee concludes to proceed with consideration 
of the bill at this session. Later he hinted strongly that 
the bill will not be given further attention until the 
next session. 





It is the position of Attorney-General Gregory, made 
plain by Mr. Todd, that the commodities clause is not 
as broad as was intended by Congress when it was 
framed, Mr. Todd pointed out that as now interpreted 
the commodities clause permits railroads to mine coal 
and sell it at the mine, and then part with title to it 
before transportation begins. This, it was insisted by 
’ Mr. Todd, is a technical evasion of the law; secondly, 
he said, it is possible for a railroad to control a coal 
company by stock ownership, and, third, for a manu- 
facturing company to own or control a railroad. 


The matter of “plant facilities” and tap lines was 
severe and to permit the continuation of certain rela- 
tions between manufacturing and railroad companies. It 
is believed, from answers given by Mr. Todd, that the 
attack is made principally against the big railroads, and 
not such lines as those owned by steel companies, or 
lumber companies. 


The suggestion was made by Representative Esch 
of Wisconsin that the Department of Justice might be 
preparing, through the bill, to protect itself with regard 
to cases now pending, one of which is in the Supreme 
Court. This is the case against the Lackawanna Rail- 
road, which owns stock in the Lackawanna Coal Co., 
and it has been intimated that the department thinks 
the commodities clause, as it now stands, will be insuffi- 
cient to prompt a decision favorable to the department 
and against the railroad. 

Mr. Todd said, however, the department was not 
preparing itself for any case, but merely desired that 
the purpose of Congress in enacting the commodities 
clause be carried out. 

Representative Stevens of Nebraska suggested it 
would be difficult to handle the situation with regard to 
some lines, such as those of the United States Steel 
Corporation, which carry ore from the mines to Lake 
Superior docks, referring to the Duluth & Iron Range 
and the Duluth, Missabe & Northern. Mr, Todd said 
that was an economic question, and that he was looking 
at it from a legal point of view. 

He said there might be an exemption made in the 
law in case of tap lines and plant facilities, meaning 
apparently those connecting an industry with a larger 
line, as do most steel plant lines, and lines which serve 
exclusively industrial plants. He intimated it would be 
well to let the Interstate Commerce Commission deter- 
mine when a manufacturing company may operate a tap 
line, and said the question of exemption would require 
careful consideration so as to avoid a loophole to keep 
the big railroads from taking advantage of the law. _ 

It was made plain by Mr. Todd that the exemption 
of plant facilities and tap lines was a matter of whether 
the lines would be of a dominant character or not. If 
they are only incidental, it was intimated, the present 
relations should be allowed to continue. He said it was 
also an important question involved in separating a 
tap line from a plant facility. 


“WHEN YOU’RE POOR” - 


(From the “Boston News Bureau,” referring to I. and S&S. 
Docket No. 559.) 


After prolonged negotiations with Arkwright Club in- 
terests, Boston & Maine recently filed tariffs advancing 
freight rates on textile goods from New England mills to 
New York. Shortly before the New Haven “merger” legis- 
lation was secured, a notoriously low rate of 15 cents per 
hundred pounds was established on this traffic, and this 
rate has been in effect for seven years. 

Those_interested in seeing Boston & Maine revenues 
advanced along broad lines have argued that a very sub- 
stantial increase in revenues. should be obtained on this 
joint tariff. However, in the hope of realizing an early 
small increase without a contest before the Interstate Com- 
merce Commission, railroad tariffs were filed advancing the 
rates on cotton piece goods from a 15-cent to a 19-cent basis 
and on woolens from a 15-cent to a 22-cent basis. Now 
the Arnold Print Works, which, it is but fair to say, is 
not a member of the Arkwright Club, comes along and se 
cures a suspension by the Commission of the cotton goods 
tariffs. 

A traffic man writes us giving vent to this soliloquy 
on Boston & Maine efforts in the matter: 


If the rails rust out, how will Manchester and Law- 
rence get their dimities and pillow-cases to market? 
Old Mother Hubbard 
Went to the cupboard, 
To get her poor dog a bone; 
When her long search had ended 
The bone was suspended, 
And the poor, starving puppy had none, 
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COMMISSION ORDER SUSTAINED 


Federal Court Decision in Philadelphia and 
Reading Case Involves Some New 
and Interesting Points 





(Decision of the District Court of United States for the 
eastern district of Pennsylvania in the case of the Philadelphia 
& Reading Railway Co., complainant, vs. United States of 
America and Interstate Commerce Commission, defendants. A 
bill in equity to annul an order of the Interstate Commerce 
Commission. Before Hunt & Wooley, circuit judges, and Dick- 
inson, district judge.) 


WOOLEY, Circuit Judge: 

By the prayer of the bill filed in this case, the court 
is asked to revoke and annul an order made by the Inter- 
state Commerce Commission against the complainant and 
other carriers, commanding that they cease and discon- 
tinue certain unreasonable prejudices and disadvantages 
found to have been occasioned certain localities by tariffs 
imposed under the following circumstances: 

The cement manufacturing plant of the Allentown 
Portland Cement Co. is situate at Evansville in a cement 
region in Pennsylvania known as the Lehigh District. 
Located elsewhere in the same district are many other 
cement plants. The mill of the Allentown company is 
served only by the Philadelphia & Reading Railway Co., 
which, excepting at Evansville, serves no other cement 
mills in the district. The other mills are served by other 
carriers, which do not serve the mill of the Allentown 
company. 

The Lehigh District is treated by all the carriers 
as a “locality,” and all the carriers serving all the mills 
located therein participate in making and maintaining 
relatively the same rates for transporting cement from 
mills variously situated in the district to destinations 
east and south, excepting to Jersey City. With respect 
to this exception, the several carriers which serve the 


~ mills of the Lehigh District other than the mill of the 


Allentown company, charge a rate of 80 cents per ton 
from their respective points of shipment to Jersey City; 
and the Reading company, which serves exclusively the 
mill of the Allentown company, charges two rates from 
the plant at Evansville to Jersey City, namely, 80 cents 
per ton for cement destined for transshipment to coast- 
wise ports and $1.35 a ton for cement intended for local 
consumption. 

The Allentown company filed a petition with the In- 
terstate Commerce Commission alleging that the rate of 
$1.85 from Evansville to Jersey City for cement for local 
consumption charged by the Reading company was, first, 
unjust and unreasonable, and, second, that it unduly dis- 
criminated against it and against the locality in which 
its plant was located... No contention was made that 
in fixing rates for cement from Evansville and from 
other points upon its line, the Allentown company or the 
locality of Evansville was thereby discriminated against. 
The contention was that in participating with the other 
carriers serving other mills in the same district in making 
and maintaining for the district the same relative rates 
to all competing points save Jersey City, the Reading 
company, by this exception, discriminated against the 
Allentown company and against Evansville as the locality 
in which its plant was situate. The Commission did not 
find the rate unreasonable, nor did it expressly find that 
by the rate the Allentown company or the locality of Evans- 
ville was discriminated against, although jn its report 
the Commission expressed the opinion that by the rate 
the Allentown company was caused to labor under a 
vrohibitory disadvantage in marketing its product in Jer- 
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sey City in competition with other milfs in the same 
manufacturing district, but found that by the rate, Jersey 
City was prejudiced and discriminated against. Upon 
the report of the Commission, the Reading company filed 
a motion for a rehearing. The motion was allowed and 
a further hearing had, at which further testimony was 
taken. Upon the rehearing, the Commission made a like 
finding that by the rate imposed, the locality, not of 
Evansville, but of Jersey City, was prejudiced and dis- 
criminated against, and upon that finding based the order 
now before us for review, directing the Reading company 
to cease and desist charging the rate complained of and 
to establish another that would avoid the prejudice and 
discrimination occasioned by the former. 


Questions of Law Involved. 


It is conceded that findings of fact by the Interstate 
Commerce Commission are not reviewable, but it is urged 
by the complainant that the matters here submitted are 
questions of law, which involve the power of the Com- 
mission to perform the act complained of, and when 
specified, are: 

First—(a) Whether the Commission has power to 
make a finding of discrimination against a locality when 
that locality or one of its citizens is not a complainant; 
(b) whether under the pleadings the Commission has 
power to find discrimination against a locality not therein 
specially designated as the locality discriminated against; 
and 

Second—Whether undue discrimination against a lo- 
cality, as contemplated by ‘the statute, is restricted to 
discrimination in rates by a carrier between points ex- 
clusively upon its own line, entirely without regard to 
its effect upon’ commerce or the movement of traffic, or 
extends to a discrimination against a locality caused by 
a carrier fixing a rate from one point to another on its 
own line that is relatively different from rates which 
it and other carriers participate in making for competing 
points upon the lines of all of them. 

First—The order in controversy was made under sec- 
tion 3 of the Act to regulate commerce, which, among 
other things, provides—“that it shall be unlawful for any 
common carrier, * * * to subject any particular per- 
son, company, firm, corporation or locality, or any par- 
ticular description of traffic, to any undue or unreasonable 
prejudice or disadvantage in any respect whatsoever.” 
The manner of invoking the protection of this provision 
of the act appears in sections 13 and 15, as follows: 


That any person, firm, corporation, company or association, 
or. any mercantile, agricultural or manufacturing society or 
other organization, or any body politic or municipal organiza- 
tion or any common carrier complaining of any thing done or 
omitted to be done by any common carrier ° in contra- 
vention of the provisions thereof, may apply to the said Com- 
mission by petition . . . whereupon such common carrier 
shall be called upon to satisfy the complaint or to answer the 
aie + es 


It is further provided that— 


The said Commission shall have the same powers and au- 
thority to proceed with an inquiry instituted on its own motion 
as though it had been appealed to by complaint or petition 
under any of the provisions of this Act, including the power 
to make and enforce any order or orders in the case or relating 
to the matter or thing concerning which the inquiry is had, 
excepting orders for the payment of money. o complaint 
shall at any time be dismissed because of the absence of direct 
damage to the complainant. 


Section 15, as amended, provides— 


That whenever, after a full hearing upon a complaint made 
as provided in Section 13 of this Act, or after full hearing 
under an order for investigation and hearing made by the 
Commission on its own initiative, either in extension of - any pend- 
ing complaint or without any complaint whatever, the Com- 
mission shall be of opinion that any ; practices what- 
soever of such carrier or carriers .. are unjust or un- 
reasonable or unjustly discriminatory or unduly preferential 
or prejudicial, or otherwise in violation of any of the provisions 
of this Act, the Commission is hereby authorized and empow- 
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ered to . make an order that the carrier or carriers shall 
cease and desist from such violation to the extent to which 
the Commission finds the same to exist. ... 


Question of Commission’s Power. 


The question whether the Interstate Commerce Com- 
mission has power to find discrimination against one 
locality in a proceeding instituted upon complaint, charg- 
ing discrimination against another locality, depends, first, 
upon the related circumstances of the case, and, second, 
upon the purpose for which the Commission was created 
and the mischief which it was intended to remedy. 


The Interstate Commerce Commission, while possess- 
ing quasi-judicial powers, is primarily an administrative 
body. From the legislative and judicial history of the 
act it appears that the purpose of the act under which 
the body was created, “is to promote and facilitate com- 
merce by the adoption of regulations to make charges 
for transportation just and reasonable, and to forbid un- 
due and unreasonable preferences and discriminations.” 
Texas & Pacific Ry. Co. vs. Interstate Commerce Com- 
mission, 162 U. S. 197, 233. In the case of the United 
States vs. Louisville & Nashville Railroad Co. et al., de- 
cided Dec. 7, 1914, the Supreme Court of the United 
States, speaking through Mr. Chief Justice White, said: 

It is not disputable that from the beginning the very pur- 
pose for which the Commission was created was to bring into 
existence a body which from its peculiar character would be 
most fitted to primarily decide whether from facts, disputed or 
undisputed, in a given case, preference or discrimination ex- 
isted, and the amendments by which it came to pass that the 
findings of the Commission were made not merely prima facie 


but conclusively correct, in case of judicial review 
show the progressive evolution of the legislative purpose. 


« The promotion and facilitation of commerce being 
the purpose for which the statute was enacted and the 
Commission created, with power conclusively to determine 
the existence of prejudice and discrimination, the Supreme 
Court has from time to time recognized the administrative 
character of the Commission as the instrument to effectu- 
ate that purpose. The Commission, therefore, being more 
of an administrative than a judicial tribunal, is not re- 
stricted in its procedure by ‘the technical rules that 
prevail in tribunals that are entirely judicial. In its 
capacity of a judicial tribunal, the Commission may decide 
questions between shippers and carriers upon complaint 
filed by one or the other in proceedings regularly insti- 
tuted by one against the other, or, within its broader 
sphere, it may regulate commerce in respect to a matter 
in which there may exist no distinct parties in contro- 
versy, or as a consequence of which, damage may not be 
claimed or sustained by any party to the investigation. 
It may institute of its own motion an inquiry as to a 
matter within its jurisdiction, and make and enforce its 
orders as in a proceeding instituted by an injured party. 
With such power and with all the parties before it in 
a proceeding instituted by petition as the one under con- 
sideration, it is not contemplated that the Commission, 
acting within its administrative sphere, should be re- 
stricted im its finding or its order to the precise point in 
dispute presented by the pleadings, as in an action at 
law, but may extend its inquiry and affix its order to 
other matters developed in the proceeding, which may 
be germane to the matter in inquiry, and which are 
involved in the complaint and included in ‘the considera- 
tion of the principal point in controversy, provided always 
that the parties are not taken by surprise and to them 
is afforded an opportunity to present evidence upon which 
the Commission may make a finding concerning both the 
original and the related matter. New York Central & 
H. R. R. Co. vs. Interstate Commerce Commission, 168 
Fed, 131, 138. 











In the case under consideration the defendant was 
summoned to answer and defend the charge that the rate 
complained of was a rate on cement between Evansville 
and Jersey City prejudicial to the locality of the former. 
It has been held by the Supreme Court that “in consid- 
ering whether any locality is subjected to an undue pref- 
erence or disadvantage, the welfare of the communities 
occupying the localittes where the goods are delivered is 
to be considered, as well as that of the communities which 
are in the locality of the place of shipment.” Texas & 
Pacific Ry. Co. vs. Interstate Commerce Commission, 162 
U. S. 197, 233. Whether or not the defendant was con- 
versant with this rule and was unprepared to defend 
the charge of discrimination against Jersey City by the 
rate in controversy, it was aware of the Commission’s 
view upon its first report, and then was given an oppor- 
tunity to defend, and did defend, on a rehearing, against 
the charge of discrimination against Jersey City. There- 
fore, while the defendant may not have entered the pro- 
ceeding with a knowledge of all it had to meet, it was 
afforded. an opportunity to meet all that was charged 
against it before the hearing was closed and the final 
order made. Furthermore, the record fails to disclose 
any objection by the defendant to the scope of the inquiry. 


The Discriminatory Act. 


The petition in the proceeding instituted by the Allen- 
town company, while charging discrimination by the de- 
fendant against it and the locality in which its plaht 
was situate, nevertheless charged that the rate imposed 
for the shipment of cement from Evansville to Jersey 
City was the discriminatory act which formed the basis 
of its complaint. The rate was one imposed for the 
transportation of cement from one locality to the other, 
in the first of which existed the seller, and in the latter 
of which resided the purchaser. The defendant was noti- 
fied that it was called upon to defend that rate, and, al- 
though discrimination is charged against the former 
locality, it is difficult to see, in a case like this, how 
discrimination against one locality will not correspond- 
ingly affect unjustly the other, that is, it is difficult to 
see how a discrimination against the purchaser at “one 
point is not a discrimination against the seller at the 
other point. When discrimination respecting traffic be- 
tween the two points is the only question in issue, the 
carrier cannot complain that it was not afforded an op- 
portunity to defend the tariff imposed, nor to defend 
against a possible finding of discrimination against the 
locality of the purchaser at one end of the route, as well 
as against the locality of the shipper at the other end. 
The whole question of discrimination related to the whole 
transaction of commerce and its movement in trade from 
the maker to the consumer. The route was the same. 
The rate was the same, and, if discriminatory, the injury 
existed as well to one locality as to the other, in that 
it impeded commerce and prevented a purchaser buying 
as well as a vendor selling. In this case, the finding of 
the Commission that the rate prejudiced Jersey City was 
based upon evidence to meet which an opportunity by a 
rehearing was afforded the defendant, and the fact that 
much of the evidence upon which the finding was based 
was the same that was introduced for the purpose of 
proving prejudice to the locality of the seller is unim- 
portant, inasmuch as it was likewise sufficient to find 
prejudice against the locality of the purchaser. The thing 
that was made the subject of the order, was involved in 
the complaint and established by evidence. 

Is there any question that the Commission, with the 
parties before it, could have made the finding of dis- 
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crimination against Jersey City if the inquiry had been 
based upon the complaint of Jersey City, or upon a like 
proceeding instituted of its own motion? If not, then 
with the parties before it and with the discriminatory 
effect of the rate against the locality of Jersey City, be- 
ing necessarily linked with and related to any question 
of discrimination against the locality of Evansville, and 
being openly made a part of the controversy, we see no 
reason why in that proceeding the Commission could 
not make the same finding and order as it could have 
made if the proceeding had been otherwise instituted. 
We are of opinion that traffic with the locality of Jersey 
City is so related to traffic with the locality of Evans- 
ville, the two localities being the termini of the journey 
for which the rate in controversy was fixed, that in the 
proceeding as instituted and conducted, the Commission 
possessed the power to find discrimination against either 
one locality or the other. 
Restriction as to Discrimination. 

Second—The remaining question presented from the 
viewpoint of the defendant, briefly stated, is whether the 
Gommission in finding discrimination is restricted to dis- 
criminatory rates fixed by a carrier between different 
points upon its own line, or whether the Commission has 
power to find discrimination against a locality, because 
a carrier, serving that locality, does not conform its rates 
to lesser rates fixed by competing carriers. We do not 
think that this case presents in the abstract the question 
thus suggested by the defendant; nor do we think the 
Commission compelled the defendant carrier to adjust 
its rate because independent carriers charged lesser rates. 

At first view, it would appear that the defendant 
carrier established a rate from one locality to another 
on its own line, and that other carriers established on 
their lines lesser rates between the same localities, and 
for that reason the defendant was coerced to lower its 
rate, with the result that its rate was not fixed by itself, 
but was fixed by its competitors. That is not the reason 
which underlies the order of the Commission. The rea- 
son for the Commission’s order exists in the fact that 
joint rates on cement from the Lehigh District td points 
of distribution east and south had been made by all 
the carriers serving the different mills in that district. 
In this joint tariff the Reading company uniformly and 
consistently participated, excepting in the rate to Jersey 
City. Even in that rate the Reading company participated 
when the cement delivered for carriage was destined for 
transshipment to coastwise ports, but for cement in- 
tended for local consumption it made an exception, and 
fixed a rate from Evansville to Jersey City that excluded 
the Evansville cement from the Jersey City market. The 
act of excepting Jersey City from the advantages of traffic 
rates, which, in participation with other carriers it ac- 
corded other localities, was the act of the Reading com- 


pany and not the act of its competitors. The act of with- . 


drawing from Jersey City the right it afforded all other 
localities on relatively the same terms to procure the 
transportation of Evansville cement, was the act of the 
Reading company and not of its competing carriers. The 
act which in effect prohibited the sale of Evansville 
cement in the Jersey City market, and conversely, pro- 
hibited the Jersey City market resorting for cement to 
the Evansville locality, thereby stopping commerce in 
that commodity between the two localities, was the act 
not of its competitors but of the Reading company itself. 

From these acts of the Reading company, which were 
ill acts of its own and by which Jersey City was singled 
sut as the one locality to be excepted from the advantages 
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of relatively equal rates accorded all other localities of 
cement distribution, the Commission found that the Read- 
ing company had discriminated against Jersey City, and 
accordingly ordered it to cease and desist from maintain: 
ing a rate that produced such a prejudice and discrimina- 
tion. 

The effect of excepting Jersey City from relatively 
the same rates which the Reading company had par- 
ticipated with other carriers in prescribing for traffic from 
the Lehigh cement region to markets south and east, was 
to stop traffic in cement from Eyansville to Jersey City 
and make impossible the purchase of Evansville cement 
either in Jersey City or in New York City below Forty- 
third street by consumers in either or both of those very 
large purchasing districts. The power of the Commission 
to find discriminatory such an exception to the joint 
traffic arrangement entered into, depends in this case 
upon the purpose and intent of the act which created the 
Commission. The purpose of the act, as pronounced by 
the Supreme Court, “is to promote and facilitate com- 
merce.” This is its primary object. This is the end 
sought to be attained. This is the thing intended to be 
accomplished. To effectuate this purpose, there is con- 
ferred upon the Commission power to adopt “regulations 
to make charges for transportation just and reasonable, 
and to forbid undue and unreasonable preferences or 
discriminations,” and “in passing upon questions arising 
under the act, the tribunal appointed to enforce its pro- 
visions, whether the Commission or the courts, is em- 
powered to fully consider all the circumstances and con- 
ditions that reasonably apply to the situation.” 

Localities Discussed. 

The Supreme Court has further held that in the ex- 
ercise of its jurisdiction, in promoting and facilitating 
commerce, as applied to the situation before it, the tri- 
bunal “may and should consider the legitimate interests, 
as well of the carrying companies as of the traders and 
shippers, and in considering whether any particular lo- 
cality is subjected to an undue preference or disadvantage, 
the welfare of the communities occupying the localities 
where the goods are delivered is to be considered as well 
as that of the communities which are in the locality 
of the place of shipment,” and when the act “says that 
no locality shall be subjected to an undue or unreasonable 
prejudice or disadvantage in any respect whatsoever, it 
does not mean that the Commission is to regard only 
the welfare of the locality or community where the traffic 
originates or where the goods are shipped on the cars. 
The welfare of the locality to which the goods are sent 
is also under the terms and the spirit of the act to enter 
into the question.” Texas Ry. Co. vs. Interstate Com- 
merce Commission, 162 U. S. 197, 220, 233. 

The situation in this case embraces two localities, 
and the welfare of the locality to which the goods are 
sent enters as readily into the situation as the welfare 
of the locality from which they are sent. If the juris- 
diction of the Commission were restricted to the regu- 
lation of the railroads, as distinguished froin the regu- 
lation of commerce, the question presented might be dif- 
ferent, but as the function and jurisdiction of the Com- 
mission is the regulation of commerce and not the regu- 
lation of railroads, except in so far as they are instru- 
ments of commerce, the question resolves itself into the 
power of the Commission to regulate commerce between 


‘the localities affected by the rate in controversy. 


The Commission has found, as a matter of fact, that 
in excepting the rate between Evansville and Jersey City 
from its otherwise complete participation in the relative 
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rates established by all carriers from the Lehigh Dis- 
trict to points of distribution, commerce in cement be- 
tween Evansville and Jersey City has been impeded, 
traffic arrested, undue advantage afforded shippers from 


other points in the same shipping district and undue , 


prejudice and discrimination exerted against purchasers 
in the purchasing district. This finding of fact cannot 
be disturbed by this court if the Commission, in so find- 
ing, acted within its powers. It is difficult to lay down 
any general principle defining or limiting the purpose 
of the act and the power of the Commission created 
under it, and such is not attempted in this case, but 
under the facts of this case, we are of opinion that a 
finding by the Commission of undue discrimination 
effected by the rate imposed was within its power, and 
as that finding was a finding of fact, concerning the wis- 
dom or expediency of which this court has nothing to 
do, the order should not be disturbed. 
The bill is dismissed. 


WAR TAX ON FREIGHT. 





(Questions presented to the Commissioner of Internal Revenue 
by the Southern Ry. and the answers received.) 


(a) The fruit and vegetable crop of the South, espe- 
cially the peach crop, must be moved quickly. As the fruit 
ripens, it is frequently loaded and started north before its 
final destination or consignee is determined. The traffic 
is consigned to shipper’s agent or to John Doe at an inter- 
mediate point. It is sold while en route. In such cases 
the original ladings are surrendered and new ladings are 
issued to final destinations and consignees. Are the new 
ladings subject to the tax in addition to the tax paid 
on the first or original ladings? 

If, under the above conditions, “A” starts a shipment 
of ten cars consigned to his agent at an intermediate point 
and one lading for the ten cars is given and stamped, the 
ten cars are reconsigned at the intermediate point, five 
cars to five consignees at one destination or at five destina- 
tions and five cars to one consignee at another destina- 
tion, what additional tax, if any, will apply to the new 
ladings? 

‘Answer: If fruit and vegetables be consigned to a 
shipper’s agent or to John Doe at an intermediate point 
and be sold en route and reconsigned to another point other 
than that named in the original bill of lading, if new bills 
of lading are issued, stamps will be required. 

(b) A merchant in Greensboro sells a shipment to a 
merchant in Atlanta, for which a bill of lading is issued and 
stamped. While the shipment is en route or after it 
reaches Atlanta, the shipper, for some cause, diverts the 
shipment to a different consignee at Atlanta. Will a new 
lading and an additional tax be required on that shipment? 

Answer: If a shipment be diverted en route or after 
it reaches city of destination to a person other than the 
original consignee in the same city, no bill of lading or re- 
ceipt is required to be issued by this office, but if one is 
issued, it should be stamped. / 

(c) Suppose the shipment referred to in paragraph (b) 
be diverted to another consignee at another destination 
or to the original consignee at another destination; will the 
railway company be required to issue a new lading for the 
diverted shipment and will it be subject to an additional 
tax? 

Answer: Ifa shipment be reconsigned to another con- 
signee at another destination, stamp will be required if~a 
new bill of lading or receipt is issued. If no new bill 
of lading is issued, no additional stamp will be required. 
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(d) Beef cattle raised in Virginia are started to mar- 
ket before final destinations are known. The destinations 
depend upon the condition of the markets. Original lad- 
ings are issued to, say, Baltimore; if the Baltimore marke 
is less favorable than the Philadelphia or New York mar- 
kets, the shipments are carried to one of the other places 
under the original ladings. Does the change in the origina’ 
destination require an additional tax upon the shipment’ 

Answer: If owing to change of market, beef cattle 
or other merchandise are transported to a destination other 
that named in the bill of lading upon the same bill of lad- 
ing no additional tax will be required. 

(e) In diverting traffic en route or in forwarding it 
to new or changed destinations, similar to practices men- 
tioned in paragraphs (b) and (c), some carriers require 
shippers to execute a “letter of indemnity” similar to the 
sample attached. If your ruling as to those questions 
be that under the act no additional bills of lading will be 
required, will the letter of indemnity be subject to a tax 
of any amount? If yés, in what amount? If your ruling 
be yes and that the new ladings are subject to the tax, 
will, in such cases, the letter of indemnity be also subject 
to a tax? If so, in what amount? 

Answer: See answer to question (1) in T. D. 2072. 
(See page 16 for ruling in detail.) Such documents are 
subject to a 50-cent tax in each Case. 

(f) “A,” located in Chicago, ships a box to “B” at 
Greensboro; “B” declines to receive it. “A” orders the 
railway agent at Greensboro to return the box to him. 
The bill of lading for the original shipment has been duly 
executed as to the tax. Will this transaction require 
a bill of lading subject to the tax? If your ruling be yes, 
must the agent at Greensboro prepare the lading, send it 
to “A,” the shipper at Chicago, to be executed as to the 
stamp before he, the agent, can sign it and forward the 
box as directed by the shipper, or can the railway agent, 
in the execution of the order of the shipper, attach and 
cancel the stamp and charge to and collect the cost of 
it from “A,” the shipper, on the way bill he makes for 
the retyrn of the shipment? 

Answer: If a shipment is refused by the consignee 
and is:returned to the consignor, new bill of lading will be 
required for return. The agent at the point of original 
consignment can attach and cancel the stamp, and the cost 
thereof may be collected from the consignor. 

(g) If, instead of ordering the box mentioned in ques- 
tion (f) returned to him, “A,” located in Chicago, orders 
the agent at Greensboro to forward it to “C” at Raleigh, 
N. C., and you rule, in answer to questions (b) and (c) 
that a new lading must be issued, can the railway agent 
at Greensboro attach and cancel the stamp for “A” and 
collect its value from “C” at Raleigh? 

Answer: In the case you mention of a shipment being 
refused by the consignee, and ordered shipped to another 
person, required stamp may be attached by the agent at 
the point to which originally consigned, and cost thereof 
may be collected either from the consignor or from the per- 
son to whom reconsigned as the agent of the consignor. 

(h) “D,” located at Detroit, ships an automobile to 
“EK” at St. Louis. The machine is damaged in transit. “E”’ 
refuses to accept it until it is repaired. It is returned 
to the factory by the railway company, repaired and re- 
shipped to “EH.” One of the railways interested in the haul 
is responsible for the damage; no charge is made to the 
shipper or the consignee for the haul to the factory and 
back to St. Louis. The original bill of lading having been 
stamped, what other ladings and taxes will be required 
under the act, if any? 
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Answer: If an automobile or other merchandise dam- 
aged in transit be returned to the factory by the railway 
company, repaired and reshipped to the consignee and 
no charge is made to the shipper or the consignee for the 
hauling to the factory and back to the consignee, no addi- 
tional stamp is required. 

(k) “F” ships his household goods in one shipment. 
They consist of sixty different articles, all of which must 
be described in the bill of lading. The bill of lading form 
will accommodate only twenty descriptions, hence three 
ladings will be required, each of which is signed by the 
agent. Must each of the ladings be stamped or will one 
stamp suffice? If yes, how must the other two ladings 
be endorsed as to the tax? 

Answer: If one shipment comprises so many differ- 
ent articles that it requires more than one of the forms 
generally used to enumerate them, it will be sufficient if 
the several forms be attached securely together and one 
stamp attached to all. 


(1) The railway company accumulates, at its various - 


stations, “over,” “refused,” and “unclaimed” packages of 
freight. They are, periodically, shipped over the company’s 
rails into centers, advertised and sold. The railway 
company assesses tariff transportation charges against 
such shipments. The amounts realized from such sales 
are frequently less than the freight charges assessed by 
the company. Must the railway company issue to itself 
bills of lading for such shipments and apply stamps 
thereto? 

Answer: If a railroad company ships to a central 
point for sale, packages accumulated at its various sta- 
tions, “over,” “refused,” and “unclaimed,” no stamp tax 
will be required on such shipments. 

(m) The railway company moves over its rails con- 
struction material to be used by it in making additions 
to its property. It is permitted to assess nominal trans- 
portation charges for the haul over its rails for such 
material. The charges thus assessed are added to the cost 
of the work. Must ladings be issued and stamped for such 
material? 

Answer: No tax accrues on construction material 
transported by railroad over its own lines for its own use. 

(n) The vessel’s paroportion of a through, one-way 
passage ticket is $12. Its proportion in both directions, 
for a round-trip ticket, is $18. In determining the amount 
to be taxed on a round-trip ticket, must the straight one- 
way fare of $12 be used or will only the one-half of the 
round-trip rate, or $9, be used? 

Answer: In case of a sale of a round-trip ticket for 
passage on a steamship, tax accrues upon one-half of the 
total fare so charged, providing the half of the total round- 
trip fare exceeds the sum of $10, no tax being assessed 
by the act in question upon steamship tickets of less than 
that sum, 

(o) A shipment is defined as one or more articles or 
carloads shipped by one consignor to one consignee at 
one destination at the same time. Under the Virginia 
Freight Classification, shippers are granted the privilege, in 
order to secure certain rates, of taking one bill of lading 
for an original shipment and of taking a subsequent bill of 
lading for additions to that shipment. The subsequent bill 
of lading is endorsed “part lot.” The question is: Where 
the first bill of lading is stamped, will the bill of lading 
for the “part lot,” going to complete the shipment, be taxed 
in addition to the tax paid on the first document? 

Answer: As this office understands your quéstion, if a 
shipment be made and a bill of lading corresponding to the 
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same be issued and additions to the original shipment be 
then shipped covered by further bills of lading, marked 
“part lot,” such additional bills of lading, if they cover 
only the additional goods shipped subsequent to the 
original shipment, will require additional stamp. 

(p) While rulings have been made as to what con- 
stitutes a “certificate required. by law,” I cannot, from 
such rulings, clearly define what is meant. We are re- 
quired to issue a certificate, under oath, as to the condition 
of locomotive boilers, a certificate under oath as to de- 
lays in transporting the mails, and also various other cer- 
tificates as to facts and condition, which are made to polit- 
ical bodies. Copies of the two forms of certificates de- 
scribed are attached. Are they subject to the tax under 
the Act? 

Answer: As an answer to this question there is en- 
closed herewith a copy of Treasury Decision No. 2087, 
which seems to cover the point at issue. (See pages 18, 
19 and 20 for ruling in detail.) Boiler certificates and 
certificates of delays to U. S. mails are not subject to 
the tax. Ys 

(q) I understand that excess baggage is not subject to 
the tax. Baggage of theatrical troupes is frequently moved 
in special or extna baggage cars, may be on the same train 
on which the troupe travels or on a train preceding or 
following that on which the troupe travels. If a charge 
is made for the special baggage car, will a lading or re- 
ceipt for it be required and be subject to the tax? If 
yes, will one receipt suffice or must a separate receipt be 
issued for the individual baggage of each member of the 
troupe? 

Answer: Effects of theatrical troupes carried as bag- 
gage, even though extra cars be required for their trans- 
portation, are not subject to tax. 


TREASURY DECISIONS 


(T. D. 2118—Emergency revenue law—Bills of lading.) 

The law makes it the duty of every railroad or steam- 
ship company, éxpress company, carrier, or person whose 
occupation it is to act as such, to issue to the shipper or 
consignor or his agent or person from whom any goods 
are accepted for transportation, where a charge exceeding 
5 cents is made, a bill of lading, manifest, or other evidence 
of receipt and forwarding. ‘ Any failure to issue such bill 
of lading, manifest, or other memorandum shall subject 
such railroad or steamship company, carrier, etc., to a 
penalty of $50 for each offense. 

T. D. 2059, T. D. 2065, T. D. 2074 and T. D. 2092 and 
others have been issued from time to time in regard to 
the stamp tax on bills of lading. 

The following additional rulings have been made: 

(1) Only the original bill of lading requires a stamp. 
Duplicate bills of lading should have written or stamped 
thereon, “Original duly stamped,” or words to that effect. 

(2) When the charge does not exceed 5 cents, the bill 
of lading does not require a stamp. 

(3) While it is the duty of the shipper under the law 
to pay the tax, this office holds the transportation com- 
pany or carrier responsible jointly with the shipper in case 
the bill is not stamped. 

(4) There is no objection to the carrier paying for the 
stamp and affixing it, or he can require the shipper to 


.pay for the stamp and affix and cancel it. 


(5) The law requires that the person affixing the 
stamp shall write or stamp thereon the initials 
of his name and the date upon which the stamp 
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is attached or used, so that the same may not 
be used again. It is not intended, however, that the 
initials of the individual employe must be used. The 
initials of the principal for whom he acts will be suffi- 
cient. A rubber stamp may be used for canceling the 
stamp or a machine or punch which will affix the initials 
and date aforesaid. 

(6) In case of shipments from different consignors 
consigned to one commission merchant and included on 
one delivery slip, the stamps may be attached on the same 
slip in sufficient number to cover the shipments made by 
each individual to the commission merchant. 


(7) A stamp is not required on each ticket covering 
the shipment of milk in cans. One stamp on each bill of 
lading or evidence of receipt and forwarding, though 
covering two or more cans, if actually comprising only one 
shipment, each can having a ticket attached, will be 
sufficient. 

(8) Any number of cars may be included in one 
shipment and if the contents are shipped to the same con- 
signee at one time, and to the same place of destination, 
and are covered by one bill of lading one stamp only will 
be required. 

(9) Where coal companies ship coal from mines in 
cars direct to the railroad weigher and the weigher weighs 
the coal and issues tickets, one for each car, each of those 
tickets require a stamp of equivalent to a bill of lading, 
manifest, or other evidence of receipt and forwarding. 

(10) the rule is that where a through bill of lading 
has been issued and stamped it should be sufficient, but a 
supplementary or intermediate bill of lading should state 
that the original was duly stamped. 

(11) The practice of consolidating shipments of 
freight from different shippers consigned to different deal- 
ers, making what-is called a “pool car,” and billing all 
the shipments as one carload and affixing one revenue 
stamp does not comply with the law. 

(12) Where bills of lading are exchanged for others 
under reconsignment the new bills of- lading require 
stamps. 

(13) Revenue ‘stamps should be affixed to exchange 
bills of lading covering merchandise diverted in transit 
from original destination. 

(14) Shippers by express or freight are not required 
to make returns under section 23 of the act. 

(15) If a shipment is refused by the consignee and 
is returned to the consignor, a new Dill of lading will be 
required for return of shipment. ; 

(16) If a shipment is refused by a consignee and or- 
dered shipped to another person, another stamp may be 
attached by the agent at the point to which originally 
consigned and cost thereof may be collected either from 
the consignor or from the person to whom reconsigned 
as the agent of the consignor. 

(17) If one shipment comprises so many different arti- 
cles that it requires more than one of the forms gen- 
erally used to enumerate them, it will be sufficient if the 
several forms be attached securely together and one stamp 
attached to all. 

(18) If goods are consigned to a shipper’s agent or 
to John Doe at an intermediate point and sold en route 
and reconsigned to another point than that named in the 
original bill of lading, stamps will be required on new bills 
of lading if any are issued. : 

(19) In case of shipments of material by a railroad 
or traction system and its subsidiary companies for ex- 


clusive uses of such companies, no internal revenue stamp 
will be required. 

(20) A check given in case of excess baggage does 
not require a stamp. 

(21) Export bills of lading to foreign countries are 
not required to be stamped. Through bills of lading for 
shipment from inland points to New York or other sea- 
ports by rail and from there by ocean passage are required 
to be stamped. 

(22) When a shipment is made by land from New 
York to Montreal, .Canada, the bill of lading is required 
to be stamped, as it is an inland shipment as well as an 
export shipment. 

(23) Bills of lading for shipment to Porto Rico and 
other insular possessions of the United States require 
stamps. 

(24) Bills of lading for export shipments to Cuba are 
not required to be stamped. 

(25) No stamp is required upon state shipments of 
state property for which, if a stamp were issued, the 
state government would be required to pay. 

(26) The stamp should be affixed to bills of lading, not 
to dray tickets. 

(27) The law as to stamping bills of lading, etc., 
does not apply to shippers by parcel post. 

(28) A stamp is not required to be placed on re- 
ceipts i8sued for return of empty cars on which railroads 
make no charge for return haul of empty car, the charge 
made cn loaded car covering the return of the empty car. 

(29) An order given for return of refused or unclaimed 
freight should bear stamp if it takes place of bill of lad- 
ing or other evidence of receipt: and forwarding. 


(30) Transfer receipts covering shipments for which 
a bill of lading has been issued at points of shipment, 
the transfer receipts being merely a passing record of 
shipment from the terminus of a line to a connecting line, 
are not regarded as subject to stamp tax as bills of lading. 


(31) When a contractor ships goods to a bureau of the 
government or government officers for government use, 
such goods under the terms of his contract being delivered 
2, 0. b. at point of shipment, the contractor must pay for 
the stzmp on the bill of lading, though a government bill 
of lading is used. Per contra, goods refused or rejected 
and shipped back to the contractor will not require stamp 
on the bill of lading, the government being then the 
shipper. 

Local Shipments. 


(32) In connection with the inquiries presented to this 
office concerning the application of T. D. 2065 exempting 
receipts for packages given by local operators from taxa- 
tion under the act of October 22, 1914, this office now 
states that the said decision was primarily intended to 
apply to persons and concerns of small capital doing busi- 
ness of porters and messengers subject to call, such as 
the moving of furniture from house to house, of baggage 
to and from railroad depots, etc. This office holds such 
transactions exempt, even though they extend beyond actu- 
al municipal limits into suburbs, or into the territory and 
suburbs of immediately adjacent separate cities or munici- 
palities, or of cities or towns separated by a river or 
other body of water, even though in a different state, if 
such cities are connected by bridges or common ferries 
running under regular schedule. 

It was not intended that the exemption should be 
construed to extend to railroad companies, even though 
located entirely in one city, or steamboat companies, even 
though plying solely in waters adjacent to or between 
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cities, or to the local business of the great cities of the 
large express companies having organizations extending 
over a number of states, or even to the large corpora- 
tions and companies having highly organized systems 
within the great cities whereby large numbers of pack- 
ages are gathered at a central office and there- distributed, 
sometimes by the use of railroads, to branch offices for 
ultimate delivery. 

(33) Street railway companies are subject to the re- 
quirements of the law when they accept for transporta- 
tion goods, parcels and packages as part of their regu- 
lar business. In that case they do not come within the 
exemption of T. D. 2065, which applies to local deliveries. 

(34) Overland express connecting closely located but 
separate cities and towns, traveling over regular route. 
Receipts taxable. 

(35) It is not necessary to attach a stamp to each 
receipt given to a truckman for transportation of pack- 
ages from various wharves to appraisers’ stores, when 
ordered there by the government for examination, or cart- 
age of unclaimed and seized goods to public stores, or the 
local carriage of any government property. 

(36) Bills of lading and manifests are not required 
in case of carters who make local deliveries in a town or 
city from one part of the city to another. — 

(37) If freight is moved by wagon, etc., to or from a 
railroad depot by a local hauling concern for which it gives 
receipts, such receipts do not require tax. 

All rulings inconsistent herewith are hereby revoked. 


ANOTHER COMMERCE COURT 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

A plan is under consideration among officials of 
the Department of Justice for the creation of another 
commerce court, which would also have jurisdiction over 
proceedings involving the orders of the Federal Trade 
Commission. President Wilson, at the time the Com- 
merce Court was abolished, was in grave doubt about 
the wisdom of that legislation, but, rather than enter 
into a controversy with members of his own party and 
with members of the other party who had shown a dis- 
position to support his policies, he accepted it. 

The scheme is still too nebulous to say what will 
be proposed as the limits of its jurisdiction. Relief for 
the Supreme Court has been sought for a long time by 
those who believe it unnecessarily burdensome to re- 
quire that tribunal to act as a court of appeals for prac- 
tically all litigation begun in the insular courts. It is 
suggested that the proposed court be given jurisdiction 
to dispose of such appeals. 

One of the suggestions with regard to the proposed 
court is that it shall be constituted, as occasion requires, 
from among the judges of the Circuit Court of Appeals. 
That is, to have circuit court judges called upon to sit 
in cases of that kind when, in the judgment of the chief 
justice of the Supreme Court, there is business for them 
to do. That would be the reverse of the method used 
in constituting the old Commerce Court. The primary 
work of the judges of that court was to dispose of cases 
involving the orders of the Commission and to do Circuit 
Court work when not so employed. 

The reverse way of constituting the court, it is fig- 
ured, would make it possible for members of Congress 
who voted for the abolition of the old court to vote 
for the creation of a new one without laying them open 
to an accusation of having acted, in the first instance, 
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on bad advice, or because some of the decisions of the 
old court did not please the lawyers in Congress. But, 
whatever is decided on, no steps are likely to be taken 
until the next session of Congress, whether that be in 
March or not until next December. 

The abolition of the old court has made it necessary 
for Mr. Folk and Dr. Needham, attorneys for the Com- 
mission, and attorneys from the Department of Justice, 
to travel to all parts of the country to try cases in 
which orders of the Commission are involved. In every 
instance it has been necessary for the ordinary business 
of at least three courts to be suspended while three 
judges listened to arguments as to whether an order of 
the Commission should be suspended. 

Inasmuch as the records are all in Washington, it 
has been necessary for attorneys for the Commission and 
the Department of Justice to be at extraordinary pains 
to see to it that every document that might possibly be 
needed in the case was on hand before the hearing began. 
Any failure in that regard meant postponement of the 
matter until the document could be brought from Wash- 
ington. 

The old court had authority to sit at any point in 
the country most convenient for litigants. Three times, 
the records of the court show, the judges constituting 
it suggested that they would be glad to go to points 
assumed to be more convenient for litigants. Each time, 
the records show, the offer was declined. 

Everything pertinent to the issue indicates that those 
who have most to do with orders of the Commission are 
sorry the old court was abolished. 





ACCIDENT REPORT FORMS 





Action on the proposal, made a short time ago, to 
change the forms in which railroads shall make their 
accident reports to the Interstate Commerce Commission 
will be deferred until there can be conferences between 
committees representing the American Railway Associa- 
tion, the various brotherhoods of railway operatives, Royal 
B. Meeker, chief of the bureau of labor statistics of the 
Department of Labor, Statistician Meyers and any others 
who may be interested. 

Julius Kruttschnitt, for the railway association and 
men representing the brotherhoods, objected, at a short 
hearing before the Commission Monday, to the Commis- 
sion acting on the propositions submitted in the tentative 
draft of forms until there had been conferences to find 
out about cost, and so forth. The assertion was made 
that accidents in freight houses, which, it is said, would 
have to be reported if the new forms were adopted, are 
not the kind of accidents the law-makers had in mind 
when they enacted legislation authorizing the Commission 
to require reports to indicate what accidents involved 
life and limb of passengers and the men who operate 
trains. Mr. Kruttschnitt doubted whether Congress had 
any thought of requiring railroads to report whenever a 
laborer in a freight house dropped a keg of nails on his 
foot. 

Statistician Meyers and Mr. Meeker spoke in favor 
of the adoption, by the Commission, of the forms as 
suggested. 


ORDER VACATED 


Jan. 20, the Commission vacated its I. and S. No. 555 
in so far as it related to Atchison, Topeka & Santa Fe, I. 
C. C. No. 6935. The order is set aside as of Jan, 25. 
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WESTERN CLASSIFICATION _ 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 53 


The Western Classification Committee, 

R. C. Fyfe, Chairman; H. C. Bush, W. E. Prendergast. 

The Western Classification Committee will, on the dates 
and at the hours named, consider the following applications 
for changes in ratings, rules, etc., in Classification No. 53. In- 
terested persons desiring to appear and present arguments 
will be heard in the committee conference room; 1875 Trans- 
portation Building, Chicago. 


WEDNESDAY, FEB. 10, 1915. 

Docket No. 323—10:00 A. M. Submitted by shippers. 

Agricultural Implements, Hand, taking third class, C. L., min- 
imum weight 24,000 pounds, in packages or loose, as pro- 
vided for straight C. L. shipments, will be taken in mixed 
carloads, or in mixed carloads with Hand Agricultural Im- 
plement Handles or Scythes, in packages as provided for 
straight C. L, shipment (subject to Rule 21B), at minimum 
weight 24,000 pounds, third class. 


Docket No. 324—10:30 A. M. Submitted by carriers. 
Furniture, L. C. L.: Chairs, Office, Revolving, tops detached 
from bases: In boxes or crates, first class; wrapped, one 
and one-half times first class. 
(Cancels Item 26, Page 186.) 


Docket No. 325—11:00 A. M. Submitted by_shippers. 

Furniture, New or Second Hand Furniture, forwarded for sale 
or speculation, C. L.: Bedsteads, iron and brass, Metal 
Folding Couches, Metal Couch Frames, folded flat, Spring 
Beds, compressed to one-half original thickness, Metallic 
Mattresses, Cots and Cribs, with metal or wooden frames, 
in packages or loose, straight or mixed C. L., minimum 
weight 30,000 pounds, fifth class. 

(Cancels Item 19, Page 183.) 

The following proposed change is submitted by the Classi- 
fication Committee, investigation having shown that the present 
minimum weight cannot be loaded in 36-foot cars as was al- 
leged when present ratings were established: 

Bedsteads, iron or brass, Metal Folding Couches, Metal 
Couch Frames, folded flat, Spring Beds, compressed to one- 
half original thickness, Metallic Mattresses, Cots or. Cribs 
with metal or wooden frames, in packages or loose, straight 
or mixed C. L, minimum weight 20,000 pounds (subject 
to Rule 6B), fourth class. 

(Cancels Items 19 and 20, Page 183.) 





Docket No. 326—2:00 P. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Exhaust Pots or Mufflers, Gas Engine, iron or steel: 

Cast: Weighing each less than 50 pounds, wrapped, L. C. L., 
first class;. weighing each 50 pounds or over, loose or 
wrapped, L. C. L., second class; in barrels, boxes or crates, 
L. C. L., third class. . 

Cast and Plate or Sheet combined: Weighing each less than 
50 pounds, wrapped, L. C. L.,.one and one-half times first 
class; weighing each 50 pounds or over, loose or wrapped, 
L. Cc. L., first class; in barrels, boxes or crates, L. C. L., 
second class. : 

Cast and Cast and Plate or Sheet, combined, loose or in pack- 
ages, straight or mixed C. L., minimum weight 30,000 


pounds, class A. 
(Cancels Item 17, Page 169.) 


Docket No. 327—2:30 P. M. Submitted by shippers. 
Corn Poppers, Hand, other than Rotary: Other than wire: Not 
nested, in crates, class D1; not nested, in boxes, class D1; 
nested, in crates, one and one-half times first class; nested, 
in boxes, third class. 
(To amend Item 20, Page 155.) 


Docket No. 328—3:00 P. M. Submitted by shippers. 
Gas: Coal: In steel cylinders, L. C. L., third class; in steel 
cylinders, C. L., minimum weight 30,000 pounds, fourth class. 
Gas: Nitrogen: In steel cylinders, L. C. L., third class; in steel 
cylinders, C. L., minimum weight 30,000 pounds, fourth class. 


THURSDAY, FEB. 11, 1915. 
Docket No, 329—10:00 A. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Mangers (Feed Boxes) or Troughs, Feeding or Watering: 

Cement, Earthenware, Stoneware or Stone: Loose, third 
class; in barrels, boxes or crates, fourth class. 

Cast Iron or Steel, with automatic Water Check Attachments, 
in boxes or crates, second class: 

Iron or Steel, without automatic Water Check Attachments: 
Cast, with legs attached, in boxes or crates, second class. 
Cast, with legs detached: Bodies nested in bundles, legs in 

barrels, bundles, boxes or crates, third class; in barrels, 
boxes or crates, third class, 

Cast, without legs: Weighing each 15 pounds or over and 
less than 50 pounds, loose; or in bundles weighing each 
15 pounds or over and less than 50 pounds, first class. 
Weighing each 50 pounds or over, loose; or in bundles 
weighing each 50 pounds or over, third class. In barrels, 
boxes or crates, third class. 
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Plate or Sheet; §. U.: Not nested, loose or in bundles, L. C., 
L., one and one-half times first class; not nested, in bar- 
rels, boxes or crates, L. C. L., one and one-half times first 
class; nested, in bundles, L. C. L., first class; nested, in bar- 
rels, boxes or crates, L. C. L., first class; in packages or 
loose, straight or mixed C. L., minimum weight 12,000 
pounds (subject to Rule 6B), second class, 

Plate or Sheet: K. D., flat: In boxes, bundles or crates, 
L. C. L., fourth class; in packages or loose, straight or 
mixed C. L., minimum weight 36,000 pounds, fifth class. 

Troughs, Feeding or Watering, Wooden or Wooden with Sheet 
Iron Covers: S. U., loose or in packages, first class; K. D., 
in boxes, bundles or crates, L. C. L., second class; K. D., 
—— - in packages, C. L., minimum weight 36,000 pounds, 
class 

Troughs and Tanks combined, Watering (Hog Watering Foun- 
tains), iron or Steel, with or without fire boxes, loose, one 
and one-half times first class. 

(Cancels Items 17, ge 141; 6, 7, 8, 9 and 10, Page 171; 12, 
Page 179; 26, Page 208; 3, Page 210; 14, Page 210; 6 and 7, 
Page 212; 19 and 20, Page 258; 11, Page 319.) 


Docket No. 330—2:00 P. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Glass Factory Floats, Gathering Rings or Pot Rings, or Glass 
Melting Pots, clay: Packed in barrels, boxes or crates, 
L. C. L., second class. Loose, each article securely packed 
in hay and braced both lengthwise and crosswise of the car, 
subject to a minimum charge of 5,000 pounds at first class 
rate for each shipment, owners to load and unload, L. C. L., 
first class. Packed as specified for L. C. L. shipments, 
straight or mixed C. L., minimum weight 20,000 pounds 

(subject to Rule 6B), third class. 
(Cancels Item 3, Page 195.) 


Docket No. 331—2:30 P. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Targets: Military, or Military Target Frames: S. U., in boxes, 
bundles or crates, first class; K. D., in boxes, bundles or 
crates, third class. 
(Cancels Items 5, 6, 7, 10 ond} Page 258; and Item 12, Page 


Docket No. 332—2:45 P. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Iron or Steel: Mill Cinder: In barrels, L. C. L., fourth class; 
in packages or in bulk, C. L., minimum weight 56,000 
pounds, class D. 

Mill Scale: In barrels, L. C. L., fourth class; in packages or 
in bulk, C. L., minimum weight 56,000 pounds, class D. 
(Cancels Items 5 and 6, Page 210.) 

Docket No, 333—3:00 P. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Iron or Steel: Props (Supports), Mine: In packages or loose, 
L. C. L., fourth class; in packages or loose, C. L., minimum 
weight 36,000 pounds, fifth class. 
(Cancels Item 34, Page 206.) 


FRIDAY, FEB. 12, 1915. 


Docket No. 334—10:00 A. M. Submitted by shippers. 
Pottery (see Note): 
Note: Reinforcement or strapping, as provided in Rule 8, 
Section 7, will not be required on bentwood crates. 

Porcelainware (ware made of hard paste, completely vitrified, 
and not absorbent in fracture), not otherwise indexed by 
name: Art or Decorative, packed in barrels or boxes, first 
class. Other than Art or Decorative, packed in barrels or 
boxes, first class. 

Chinaware (ware made of china clay or_compounded clays, 
completely vitrified, and not absorbent in fracture), not oth- 
erwise indexed by name: Art or Decorative, packed in bar- 
rels or boxes, first class. Other than Art or Decorative: 
Bone, packed in barrels or boxes, first class. Other than 
Bone: Translucent: Packed in crates (see Note), first 
class; packed in barrels or boxes, first class. Not Translu- 
cent: Packed in crates (see Note), L. C. L., second class; 
packed in barrels or boxes, L. C. L., second class; in pack- 
ages named, or in bulk packed in excelsior, hay, straw or 
similar packing materials, C. L., minimum weight 24,000 
pounds, fifth class. 

Earthenware (ware made of common or compounded clays, 
by more than one firing, not completely vitrified, absorbent 
in fracture), not otherwise indexed by name: Art or Deco- 
rative, packed in barrels or boxes, first class. Other than 
Art or Decorative: Packed in crates (see Note), L C. L., 
second class; packed in boxes, L. C. L., second class; packed 
in barrels, L. C. L., second class; in packages named, or in 
bulk, packed in excelsior, hay, straw or similar packing 
material, C. L., minimum weight 24,000 pounds, fifth class. 

Flower Pots, unglazed or unpainted: In barrels, boxes or 
crates, L. C. L., third class; in packages named, or in bulk, 
packed in excelsior, hay, straw or similar packing material, 
Cc. L., minimum weight 24,000 pounds, class B. 

Stoneware (ware made of common clay not compounded, and 
by one firing only), not otherwise indexed by name: Art or 
Decorative, packed in barrels or boxes, first class. Other 
than Art or Decorative: Packed in crates (see Note), L. C. 
L., fourth class; packed in boxes, L. C. L., fourth class; 
packed in barrels, L. C. L., fourth class; in packages named, 
or in bulk, packed in excelsior, hay, straw or similar mate- 
rial, C. L., minimum weight 24.000 pounds, class B. 

Chinaware, Earthenware or Stoneware, mixed C. L., or in 
mixed C. L. with Earthenware or Stoneware Jardinieres, 
Pedestals, not otherwise indexed by name, Towel Urns 
(Holders) or Umbrella Stands, in barrels, boxes or crates, 
or in bulk packed in excelsior, hay, straw or similar pack- 
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= material, C. L., minimum weight 24,000 pounds, fifth 

class. 

Jardinieres, Pedestals, not otherwise indexed by name, Towel 
Urns (Holders) or Umbrella Stands, earthenware or stone- 
ware: Packed in crates (see Note), first class; packed in 
barrels or boxes, first class. 

Pins, Stilts or Spurs, Potters’ Clay: In barrels or boxes, L. C. 
L., second clay; in packages named, straight or mixed C. L., 


minimum weight 30,000 pounds, fifth class. s 
(Cancels Items 21 and 22, 7? 278 and 1 to 10 inclusive; Page 
79.) 


WEDNESDAY, FEB. 10, 1915. 
Docket No, 335—10:15 A. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Shovels, Spades or Scoops, not otherwise indexed by name: In 
bundles, L. C. L., second class; in bundles, straight or 
mixed C. L., minimum weight 24,000 pounds (subject te 
Rule 6B), third class. 
(Cancels Items 12 and 13, Page 95.) 


FRIDAY, FEB. 12, 1915. 
Docket No, 336—2:00 P. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Swings: Board Seat, flat, with chains or ropes attached, in 
boxes, second class. 

Swings, with Platforms or suspending Frames: S. U., in 
packages or loose, L. C. L., class D1; folded, in boxes, 
bundles or crates, L. C. L., second class; entirely taken 
apart or K. D., flat, in boxes, bundles or crates, L. C. L., 
third class; in packages or loose, C. L., minimum weight 
16,000 pounds (subject to Rule 6B), third class. 

(Cancels Items 5, 6 and 9, Page 310.) 


Docket No. 337—3:00 P. M. Proposed by carriers. 


Hair: Cattle, Hog or Horse: Curled, in rope form: In machine 
pressed bales, L. C. L., first class; in machine pressed bales, 
straight or mixed C. L., minimum weight 24,000 pounds 
(subject to Rule 6B), third class. Curled, other than in 
rope form: In bags, class D1; in bales, not machine pressed, 
class D1; in machine pressed bales, first class. 

Horse, not otherwise indexed by name: In bags, L. C. L., 
class D1; in barrels or boxes, L. C. L., one and one-half 
times first class; in bales, not machine pressed, L. C. L., 
class D1; in machine pressed bales, L. C. L., first class; in 
packages named, C. L., minimum weight 20,000 pounds 
(subject to Rule 6B), third class. 

Hair, not otherwise indexed by name: In bags, class D1; in 
barrels or boxes, one and one-half times first class; in bales, 
not machine pressed, class D1; in machine pressede bales, 
first class. 

(Cancels Items 9, 10 and 16, Page 152.) 


TUESDAY, FEB. 16, 1915. 


Docket No. 338—10:00 A. M. 

Descriptions by Uniform and ratings by 
Western Classification Committee. 

Soda Fountains (see Note): In boxes or crates, L. C. L., first 
class; in packages named, C. L., minimum weight 15,000 
pounds (subject to Rule 6B), third class. 

Note: Rating applies on the complete stone soda fountain, 
S. U., without back bar, cabinet, cabinet base, counter, re- 
frigerator or work board. 

Soda Fountain Counters or Counter Cabinets, in barrels, boxes 
or crates (see Note), first class. 

Note: Rating applies on Counters or Counter Cabinets 
fitted for or fitted with fruit or syrup containers, syrup 
pumps or work boards, with or without cooling box or re- 
frigerator compartments. 

Soda Fountain Draft Arms or Draft Stands, in barrels or boxes, 
first class. 

Soda Fountain Outfits, consisting of Draft Arms or Draft 
Stands, in barrels or boxes, and Soda Fountain Counters or 
Counter Cabinets, in barrels, boxes or crates, mixed C. L.; 
or in mixed C. L., with Back Bar Bases or Tops; Cooling 
Boxes, Counters, Counter Slabs, Lighting Fixtures for Back 
Bars or Counters, Refrigerators or Work Boards, in barrels, 
boxes or crates, minimum weight 15,000 pounds (subject to 
Rule 6B), third class. 

(Cancels Items 21 and 22, Page 299.) 


Docket No. 339—11:00 A. M. Submitted by carriers. 
Furniture, L. C. L.; Tables, not otherwise indexed by name: 
S. U., in crates or wrapped, class Di; K. D., or folded, in 
boxes, bundles or crates, second class. 
(Cancels Items 2 and 3, Page 190 and Item 39, Page 189.) 


Docket No. 340—11:30 A. M. Submitted by shippers. 
Furniture: Kitchen Cabinet Tables (Kitchen Tables with Bins 
and Drawers): S. U., wrapped or in boxes or crates, L. C. 
L., first class; legs detached, wrapped or in boxes or crates, 
L. C. L., second class. 
(Cancels Item 21, Page 190.) 


Docket No. 341—2:00 P. M. Submitted by shippers. 
Loops, Wire (for Clothing or Suspender Buckles), in barrels or 
boxes, fourth class, 


Docket No. 342—2:30 P. M. Proposed by carriers. 
Farm Derricks. Cannot locate such an article. 
(Cancels Item 23, Page 229.) 


Docket No. 343—3:00 P. M. 

Kiln Trucks or Cars, Brick or Tile: K. D., in packages, third 
class; K. D., in packages or loose, C. L., minimum weight 
30,000 pounds, class A. 
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WEDNESDAY, FEB. 17, 1915. 


Docket No. 344—10:00 A. M. 

Descriptions by Uniform and ratings by 

Brick Western Classification Committee. 
rick: : 

Bath (Scouring Brick), in barrels or boxes, fourth class. 

Building, common or pressed, Fire or Paving, not otherwise 
indexed by name: eighing each less than 15 pounds, loose, 
L. C. L., third class; weighing each 15 pounds or over, 
loose, L. C. L., fourth class; in barrels, boxes or crates, 
with or without tops, L. C. L., fourth class; loose or in 
packages, C. L., minimum weight 40,000 pounds, class E. 

Crushed or Ground: In bags, barrels or boxes, L. C. L., 
fourth class; in packages or in bulk, C. L., minimum weight 
40,000 pounds, class D. 

Enameled or Porcelain Glazed: Packed in barrels or boxes, 
L. C. L., second class; in packages named or in cartons or 
wrappers, C. L., minimum weight 36,000 pounds, class B. 

Fire Box, Locomotive (Locomotive Fire Box Tile): Weigh- 
ing each less than 15 pounds, loose, L. C. L., third class; 
weighing each 15 pounds or over, loose, L. C. L., fourth 
class; in barrels, boxes or crates, L. C. L., fourth class; 
loose or in packages, C. L., minimum weight 40,090 pounds, 
class D. 

Furnace or Tank (Furnace or Tank Blocks): Weighing each 
less than 15 pounds, loose, L. C. L., third class; weighing 
each 15 pounds or over, loose, L. C. L., fourth class; in bar- 
rels, boxes or crates, L. C. L., fourth class; loose or in 
packages, C. L., minimum weight 40,000 pounds, class E. 

Pouring (Mold Hot Tups), clay or clay and graphite com- 
bined: In barrels, boxes or crates, L. C. L., second class; 
loose or in packages named, C. L., minimum weight 40,000 
pounds, fifth class. . 

Salt Glazed: In barrels, boxes or crates, with or without tops, 
L. C. L., fourth class; loose or in packages, C. L., minimum 
weight 40,000 pounds, class BE, 

Stove Brick (Stove Linings): Loose, L. C. L., first class; in 
barrels, boxes or crates, L. C. L., fourth class; loose or in 
packages, C. L., minimum weight 40,000 pounds, fifth class. 

Mixed carloads of two or more kinds of Building, common or 
pressed, Fire or Paving Brick, not otherwise indexed by 
name, Enameled or Porcelain Glazed Brick, Locomotive Fire 
Box Brick (Locomotive Fire Box Tile), Furnace or Tank 
Brick (Furnace or Tank Blocks), Salt Glazed Brick or Stove 
Brick (Stove Linings), loose or in packages as provided for 
straight carload shipments, will be taken at the highest 
rating provided for carload quantities of any article in the 
shipment. The minimum weight shall be the highest car- 
load minimum weight provided for any article in the ‘ship- 


ment. 
(Cancels Items 6, 7, 8, 9, 10, 11, 12, 13, 14, 15, 16, Page 129, and 
Item 21, Page 221.) 

Docket No, 345—2:00 P, M. 

Descriptions by Uniform and ratings by 
Western Classification Committee. 
Machinery and Machines: Cheese Factory, Creamery or Dairy: 

Butter Cutting or Molding Machines, in boxes or crates, L. C. 
L., first class. 

Butter Workers’ Table: ‘8. U., in boxes or crates, L. C. L., 
one and one-half times first class; K. D., in boxes or crates, 
L, C. L., first class; 

Can Washing Machines: Loose or on skids, L. C. L., one 
and one-half times first class; in boxes or crates, L. C. L., 
first class. 

Cheese or Milk Vats: S. U., in boxes or crates, L. C. L., class 
Di; legs off, in boxes or crates, L. C. L., first class. 

Cheese Presses: Loose or on skids, L. C. L., first class; in 
boxes or crates, L. C. L., first class, 

Cheese Press Hoops (Cheese Molds), iron or steel: Not nested, 
in boxes or crates, L. C. L., one and one-half times first 
class; nested, in boxes or crates, L. C. L., first class. 

Churns or Churns and Butter Workers combined, power: 
Loose or on skids, L. C. L., one and one-half times first 
class; S. U., or partly K. D., in boxes or crates, L. C. L, 
first class; completely K. D., in boxes or crates, L. C. L., 
first class. . : 

Cream or Milk Aerating or Cooling Cans, in boxes or crates, 
L. C. L., first class. 

Cream or Milk Aerators, Agitators, Coolers, Forewarmers, 
Heaters, Pasteurizers, Retarders or Ripeners, separate or 
combined: Loose or on skids, L. C. L., one and one-half 
times first class; in boxes or crates, L. C. L., first class. 

Curd Cutting Machines (Curd- Mills), in boxes or crates, L. C. 
L., first class, 

Homogenizers: Loose or on skids, L. C. L., one and one- 
half times first class; in boxes or crates, L. C. L., first class. 

Milk Pumps, power: Loose or on skids, L. C. L., first class; 
in boxes or crates, L. C. L., first class. 

Milk Testing Machines, in boxes or crates, L. C. L., first class. 

Starter Machines (Starter Cans), in boxes or crates, L. C. L., 
one and one-half times first class. 

Butter Cutting or Molding Machines; Butter Workers’ Table; 
Can Washing Machines; Cheese or Milk Vats; Cheese Press- 
es; Cheese Press Hoops (Cheese Molds), iron or steel; 
Churns or Churns. and Butter Workers combined, power; 
Cream or Milk Aerating and Cooling Cans; Cream or Milk 
Aerators, Agitators, Coolers, Forewarmers, Heaters, Pas- 
teurizers, Retarders or Ripeners, separate or combined; Curd 
Cutting Machines (Curd Mills); Homogenizers; Milk Pumps, 
power; Milk Testing Machines or Starter Machines (Starter 
Cans), in packages, loose or on skids as specified for L. C. 
L. shipments, straight or mixed C. L., minimum weight 
20,000 pounds (subject to Rule 6B and Note 3), fourth class. 

Mixed carloads of one or more kinds of Machinery and 
Machines as specified under Cheese Factory, Creamery or 
Dairy Machinery or Machines, in packages, loose or on 
skids, as specified for L. C. L. shipments and Bottle Filling 
or Bottle Washing Machines, in ar specified for L. 
Cc’. L. shipments, Cooling Rooms, K. D., loose or in pack- 


nn ee ee a ea ee a RE ll al all 





177 



















































































ne EEgE TEE 


THE TRAFFIC WORLD 


ages, Milk Shipping Cans, loose or in packages, not exceed- 
ing three thousand pounds, or Refrigerating Machines or 
Machinery as specified under Ice Making or Refrigerating 
Machinery or Machines, in packages, loose or on skids as 
specified for L. C. L. shipments, C. L., minimum weight 
20,000 pounds (subject to Rule 6B and Note 3), fourth class. 
(Cancels Items 13, 16 to 55, Page 157: 1 to 11, Page 158; 13, 15 
and 16, Page 158; and 28 and 29, Page 321.) 


THURSDAY, FEB. 18, 1915. 
Docket No. 346—10:00 A. M. 


Descriptions by Uniform and ratings by 
Western Classification Committee. 
Machinery and Machines, Ice Making or Refrigerating: 

Ammonia Compressors or Ammonia Pumps: Loose or on 
—. L. C. L., first class; in boxes or crates, L. C. L., first 
class. 

Ammonia Condeners, Equalizers or Exchangers, 
bundles or crates, L. C. L., first class. 

Ammonia Accumulators, Distillers, Purifiers, Regenerators or 
Receivers: Loose, L. C. L., first class; in boxes or crates, 
L. C. L., first class. 

Ammonia Headers, in boxes or crates, L. C. L., first class. 

Brine Agitators (Brine Propellers), in boxes or crates, L. C. 
L., first class. 

Brine Coolers, Shell, loose or on skids, L. C. L., first class. 

Brine or Water Cooling Coils or Freezing Plates: Loose or on 
skids, L. C. L., first class; in boxes, bundles or crates, L. 
Cc. L., first class. 

Frames, Ice Tank, wooden: In bundles, L. C. L., third class; 
in boxes or crates, L. C. L., third class, 

Ice Cans: Loose or in bundles, L. C. L., first class; in boxes 
or crates, L. C. L., first class. 

Ice Can Covers: Cork, in boxes, bundles or crates, L. C. I.., 
second class; wooden, in boxes, bundles or crates, L. C. L., 
third class, 

Ice Can Dumps or Thaw Basins: Loose or on skids, L. C. L., 
first class; in boxes or crates, L, C. L., first class. 

Ice Can Fillers, in boxes or crates, L. C. L., first class. 

Ice Cutting or Sawing Machines: Loose or on skids, L. C. L., 
first class; K. D., in boxes, bundles or crates, L. C. L., sec- 
ond class. 

Ice Tilting Tables: Loose or on skids, L, C. L., first class; in 
boxes or crates, L. C. L., first class, ’ 

Water Cooling, Reboiling or Skimming Tanks: Loose, L. C. 
L., first class; in boxes or crates, L. C. L., first class. 

Ammonia Compressors or.-Ammonia Pumps, Ammonia Con- 
densers, Equalizers or Exchangers, Ammonia Accumulators, 
Distillers, Purifiers. Regenerators or Receivers, Ammonia 
Headers, Brine Agitators (Brine Propellers), Brine Coolers, 
Shell, Brine or Water Cooling Coils or Freezing Plates, Ice 
Cans, Ice Can Covers, Ice Can. Frames, Ice Can Dumps or 
Thaw Basins, Ice Can Fillers, Ice Cutting or Sawing Ma- 
chines, Ice Tilting Tables or Water Cooling, Reboiling or 
Skimming Tanks, in packages, loose or on skids as speci- 
fied for L. C. L. shipments, straight or mixed C, L., mini- 
mum weight 24,000 pounds (subject to Rule 6B and Note 
3), class A. 


in boxes, 


Mixed carloads of one or more kinds of Machinery or 
Machines as specified under Ice Making or Refrigerating 
Machinery and Machines, in packages, loose or on skids, as 
specified for L. C. L. shipments, and Cooler or Condenser 
Pans, Cranes, Filters, iron or steel, Oil Separators, Steam 


Condensers, Tanks or Troughs, iron or steel, not other- 
wise indexed by name, with or without necessary equip- 
ment of insulating and filtering material, in packages, loose 
or on skids, mixed C. L., minimum weight 24,000 pounds 
(subject to Rule 6B and Note 3), class A. 

(Cancels Item 11, Page 204; 2, Page 157; 6, Page 337; 5, Page 
229; 8, Page 237. Cancels out of Item 8, Page 222. Wooden 
Cooling Tower Material, Wooden Ice Tank~ Tops ‘and 
Wooden Ice Can Covers.) 

Docket No. 347—2:00 P. M. 


Descriptions by Uniform and ratings by 
Western Classification Committee. 
Syrup: Coloring: Burnt Sugar (Caramel): In glass or earth- 
enware, packed in barrels or boxes, L. C. L., first class; in 
bulk in barrels, L. C. L., third class; in packages named, 
Cc. L., minimum weight 36,000 pounds, fifth class. 
Syrup: Coloring: Malt: In metal cans completely jacketed, 
L. C. L., first class; in cans in crates, L. C. L., second 
class; in cans in barrels or boxes, L. C. L., third class; in 
bulk in barrels, L. C. L., third class; in packages named, 
Cc, L., minimum weight 36,000 pounds, fifth class. 
(Cancels Item 21, Page 308.) 


Docket No. 348—2:30 P. M. 


* Descriptions by Uniform and ratings by 
Western Classification Committee. 
Glue: Glue, not otherwise indexed by name: Dry: In bags, 
barrels or boxes, L. C. L., third class; in packages named, 
C. L., minimum weight 30,000 pounds, fourth class. 

Jelly, in cakes or slabs: In barrels or boxes, L. C. L., third 
class; in bags, barrels or boxes or wrapped in cloth, C. L., 
minimum weight 30,000 pounds, fourth class. 

Liquid: In glass or earthenware, packed in barrels or boxes, 
L. C. L., first class; in metal tubes in barrels or boxes, 
L. C. L., second class; in metal cans or pails in barrels or 
boxes, L. C. L., second class; in glass.or earthenware, 
packed in barrels or boxes, in metal tubes in barréls or 
boxes or in metal cans or pails in barrels or boxes, C. L., 
minimum weight 24,000 pounds, third class; in bulk in tubs, 
L. C..L., second class; in bulk in barrels, L. C. L., second 
class; in bulk in tubs or barrels, C. L., minimum weight 
30,000 pounds, fourth class. 

(Cancels Items 20 to 22, Page 195, except Casein Glue, in which 
no change is proposed.) 


FRIDAY, FEB. 19, 1915. 
Docket No. 349—10:00 A. M. 
Descriptions by Uniform and ratings by 
Western Classification Committee. 
Lamps: Electric: Arc, without globes or shades, in barrels or 
boxes, first class. 
(Cancels Item 9, Page 164 and Item 3, Page 166.) 

Incandescent (Vacuum Bulbs): Packed in barrels or boxes, 
L. Cc. L., one and one-half times first class; in packages 
named, Cc. L., minimum weight 18,000 pounds (subject to 
Rule 6B), second class. 

(Cancels Item 50, Page 166.) 

Mercury Vapor, packed in barrels or boxes, class D1. 

(Cancels Item 8, Page 215.) : 

Electric Lamps, not otherwise indexed by name, packed in 
barrels or boxes, class D1. 

(New Item.) 

Gas, Stationary (Gas Arc Lamps): In barrels or boxes, L. 
Cc L., first class; in packages named, C. L., minimum weight 
15,000 pounds (subject to Rule 6B), second class. 

(New Item.) 

Oil, ineluding Oil Lamp Founts: Cut Glass, packed in barrels 
or boxes, class D1. 

Glass, other than Cut Glass: Not Decorated: Packed in bar- 
rels or boxes, L. C. L., first class; in packages named, C. L., 
minimum weight 20,000 pounds (subject to Rule 6B), fourth 
class. Decorated (see Note): Packed in barrels or boxes, 
L. C. L., first class; in packages named, C. L., minimum 
weight 12,000 pounds (subject to Rule 6B), second class. 

Note: Lamps with plain bands painted cold, not burnt in, 
but not otherwise decorated or ornamented, will be consid- 
ered as not decorated. 

(Cancels Items 11 and 12, Page 215.) 

Street, in boxes or crates, first class. 

(New Item.) ; 

Oil Lamps, not otherwise indexed by name:. Packed in 
crates, L. C. L., one and one-half times first class; packed 
in barrels or boxes, L. C. L., first class; in packages named, 
Cc. L., minimum weight 14,000 pounds (subject to Rule 6B), 
third class. 

(Cancels Item 13, Page 215.) 

Lamp Parts: Burners, Metal: In barrels or boxes, L.~C. L., 
first class; in packages named, C. L., minimum weight 
16,000 pounds (subject to Rule 6B), third class. 

(Now rated as Lamp Parts.) 

Street Lamp Frames: Cast iron or steel: Glazed, in boxes or 
erates, L. C. L., class D1; not glazed, in boxes or crates, 
L. C. L., first class. Other than Cast, iron or steel: Glazed, 
in boxes or crates, L. C. L., class D1; not glazed, in boxes 
or crates, L. C. L, first class. Cast iron or steel or other 
than cast iron or steel, in packages named, straight or 
mixed C. L., minimum weight 16,000 pounds (subject to Rule 
6B), third class. 

(Cancels Items 15 and 16, Page 215.) 

Lamp Fixtures, not otherwise indexed by name: In barrels or 
boxes, L. C. L., first class; in packages named, C. L., mini- 
mum weight 16,000 pounds (subject to Rule 6B), third class. 

(Cancels Item 10, Page 215.) 

Lamp Standards, Electric or Gas, Portable, not 

shades, packed in barrels or boxes, first class. 
(Cancels Item 9, Page 215.) . 


EXPRESS RECORDS DESTROYED 

The United States Express Company has received per- 
mission to destroy some of its records in warehouses at 
Oswego, N. Y., so as to enable those who are winding up 
its affairs to save the rent now being paid for the ware- 
houses. The permit issued by the Commission on Jan, 21 
authorizes the destruction of auditing department records 
for 1909 and years prior thereto, and its New York City 
office local records for 1910 and preceding years, provided 
that there be filed with the Commission a certificate list- 
ing, by form numbers and descriptive titles, the accounts, 
records or memoranda destroyed. Nothing in the permit 
is to be construed as authorizing the destruction of any 
records relating to the incorporation of the company, the 
issuance or transfer or stock or the proceedings of the 
directors and stockholders’ meetings. 


including 


COMMISSION ORDERS 

The Commission, on application of the complainant, 
has reopened Docket No. 5688, Kentucky Distilleries & 
Warehouse Co. vs. L. & N. et al., for further hearing. 

The Commission has authorized reparation in Docket 
No. 4638, Colorado Manufacturers’ Association et al. vs. 
Atchison et al., under its order of June 18, 1913, reducing 
class rates from Denver and other Colorado common 
points to Chicago. Through oversight, reductions in the 
proportional or basing rates from Missouri River points 
to Colorado common points until Jan. 16, 1914, when they 
should have been made Sept. 15, 1913. The railroads are 
willing to refund. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. On ac- 
count of the limited space that can be allotted to this depart- 
ment and the demands made on the time of those conducting it, 
we cannot assure the publication of answers In less than six 
weeks from the time of ——— of the question. Readers desir- 
ing special service by requiring immediate answer may secure 
privately written answers to their inquiries by the payment of 
a small fee, given on application, 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C 


National Holidays Effective in States Only Through Local 
Laws. ; 


North Carolina—‘“A tariff governing storage and 
demurrage rules regularly filed with Commission and 
applying on interstate traffic, states that no demurrage 
or storage charges will be collected on national, state and 
municipal holidays. Would Memorial Day, May 30, be 
considered under this tariff a national holiday? Congress 
has declared this day a holiday for government employes, 
and I believe there is no other way of declaring a national 
holiday.” 

National holidays are declared such by acts of Con- 
gress’ and are legal holidays only in the District of Co- 
lumbia and other territory under direct control of the 
federal government. Such holidays have no legal force 
or effect in other parts of the country, unless expressly 
made so by the laws of the various states. If, therefore, 
a given shipment is subject to storage or demurrage 
charges at point of destination, and such place is not 
wholly under federal control, and no statutory law has 
made Memorial Day a legal holiday, that day could not 
be excluded from the rule stating the method for com- 
puting time. Memorial Day, however, is a legal holiday 
in several of the states. 

* * * 
Affixing Revenue Stamps to Bills of Lading. 


Virginia.—“In the light of the letter of the War Reve- 
nue Tax Law (schedule ‘A’), what is your opinion as to 
the legality of the ruling of Robert Williams, junior 
commissioner of internal revenue, referred to in your 
issue of December 12, page 1095? The opinion of railway 
counsel differ on this question.” 

That portion of schedule “A” of the War Revenue Tax 
bill, which provides that a carrier must issue to the 
shipper a bill of lading or receipt for goods accepted 
for transportation, and that the shipper shall attach and 
cancel a stamp to each bill of lading or receipt so issued, 
differs materially from the provision in the law of 1898, 
which expressly provided that the transportation com- 
pany should pay the tax and charge the same to the 
shipper. A similar pravision in the new law was objected 
to by the Interstate Commerce Commission on the ground 
that it was in conflict with the Act to regulate commerce 
and abridged the Commission’s power thereunder, in that 
it would enable the carriers to establish freight rates 
advancing former rates without first obtaining the con- 
currence of the Commission. On Nov. 18, 1914, in answer 
to the inquiry, “whether the whole duty of the railroad 
company is performed when it issues such bill of lading, 
or whether it is the duty of the railroad company not 
only to issue the bill of lading, but to refuse to accept 
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the shipment until the shipper affixes the necessary in- 
ternal revenue stamp and cancels it as required by law,” 
the acting commissioner of internal revenue replied, “you 
are informed that this matter has received consideration 
and it is the opinion of this office that it is the duty 
of the railroad company to see that the stamp is duly 
affixed and canceled when the bill of lading is issued 
and delivered to the shipper.” This ruling was affirmed 
by the commissioner on December 11 in a similar inquiry 
and held to apply to express companies equally as to 
other carriers. 

There is nothing in the act itself that expressly re- 
quires the carrier to affix and cancel the revenue stamp, 
and we do not understand the commissioner’s ruling to 
mean that the duty is imposed by law upon the carrier 
to affix and cancel the revenue stamp, whenever the 
shipper refuses or fails to do so. Instead, we under- 
stand that the commissioner’s ruling that “it was the 
duty of the railroad company to see that the stamp is 
duly affixed and canceled when the bill of lading is 
issued and delivered to the shipper” to mean that until 
that time there can be no legal contract of affreightment 
or acceptance of the shipment accomplished. As a gen- 
eral rule, the person executing a document which requires 
a stamp is the one to affix it. But where the duty is 
imposed by the. express provision of an act, upon a Cer- 
tain party to a document to affix and cancel the revenue 
stamp, it is not to be supposed that this duty can be 
transferred to the other party. While Congress origi- 
nally intended to place that duty on the carrier, yet, it 
afterward amended the bill so as to place, in plain words, 
the burden on the shipper, instead, and there is nothing 
in the law that authorizes a revenue officer either to 
waive or to add requirements to that law. A carrier 
may, of course, voluntarily affix and cancel and even 
prepay the revenue stamp, as agent for the shipper, and 
there will probably be times and circumstances that will 
make such action necessary. 

* * * 
Bill of Lading Containing Wrong Address. 


Alabama.—“An interstate shipment was made by a 
certain shipper to a certain destination. The name of 
the destination was similar to another point in the same 
state, but in a different county. Bill of lading instructed 
shipment to the wrong town, but showed the correct 
county reference. It will be noted that the carrier ac- 
cepted the shipment-and forwarded it to the destination 
shown in bill of lading, regardless of the fact that the 
said point of destination was not located in the county, 
reference to which was given in the lading. Of course, the 
shipper made an error initially, likewise the railroad 
company made a contract that it was impossible for them 
to fulfill.” 

The inquiry does not state how the package was 
addressed or what the shipping order contained. In the 
case of Brackett Co. vs. G. N. Express Co., 29 I. C. C. 
667 (see page 651 of the April 4, 1914, issue of The Traffic 
World), where the shipper prepared the bill of lading, 
providing for carriage to a particular destination, and 
marked a different and erroneous address on the pack- 
age, the Commission held that the carrier was not re- 
sponsible for transporting the shipment to the destination 
named on the package, though the correct destination 
was shown on the bill of lading. 

~ The Commission further held that where bills of 
lading and shipping orders are prepared by the shipper, 
and the shipper notes upon the bill of lading certain 
instructions which it fails to note on the shipping orders, 
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the carrier cannot be held liable for misrouting if it 
complies with the instructions shown on the shipping 
order. American Agricultural Chemical Co. vs. B. & A. 
R. R. Co., 28 I. C. C. 398 (see page 949 of the Nov. 2 
1913, issue of The Traffic World). 

shipping ticket gave destination as Detroit, Minnesota, 
and bill of lading to Detroit, Michigan. Instructions con- 
tained in shipping ticket executed by complainant held 
to govern. Evens-Howard Fire Brick Co. vs. W. R. R. 
Co., 26 I. C. C. 152 (see page 526 of the March 1, 1913, 
issue of The Traffic World). 

Shipper marked package to Ozark, Ark., with receipt 
already filled out by shipper showing Ozark, Mo., the 
correct destination. Carrier changed receipt to corre- 
spond with address on package, shipment moved to Ozark, 
Ark. Carrier held not responsible. Parlin & Orendorff 
Plow Co. vs. U. S. Express Co., 26 I. C. C. 561 (see page 
1070, May 17, 1913, issue of the Traffic World). 


a * * 
L. C. L. Shipment Billed as C. L. 


Texas.—“On December 20 of last year we had a car 
switched to our warehouse industrial track here and 
loaded into it 16,800 pounds of oil well supplies, taking 
out bill of lading reading ‘One car oil well supplies’ and 
consigning to Edgerly, La. The forwarding agent weighed 
the shipment on his track scales, showing net weight 
16,800 pounds, and billed the shipment at the L. C. L. 
rate, 26 cents per cwt. His auditor subsequently cor- 
rected the bill to minimum carload 30,000 pounds at 24 
cents, thus increasing the freight by thirty-odd dollars. 
We made claim for the overcharge based on the actual 
weight at the L. C. L. rate, but same has been declined 
on the ground that the correct minimum carload weight 































Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of the Traffic World... Cancellations and postpone- 
ments announced too late to make the change in this Docket 
will be noted elsewhere. 


Jonuary 25—Morgantown, W. Va. —maenines Abbott: 
6861—Athens Glass Co. et al. vs. B. & O. R. R. Co. et al. 
January 25—Richmond, Ky.—Examiner eeaiben! 
7128—Richmond Commercial Club vs. L. & N. R. R. Co. et al. 
(also Fourth Section Application). 
es 25—Kansas City, Mo.—Examiner Dow: 
. & S, 504—Rates on grain and grain products from Topeka, 
* Kan. Kansas City, Mo., and other points to Dubuque, Ia., 
and other points. 
“ae 26—Kansas City, Mo.—Examiner Dow: 
& S. 540—Lumber ares from points in Arkansas and other 
“states to Sioux City, Ia. 
pasty 26—Chicago, Ill.—Chairman Harlan: 
. & §. 435—Car spotting charges. 
anit 26—Minneapolis, Minn.—Examiner Gerry: 
— a Imes Lumber Co. vs. Nor. Pac. Ry. Co. 


7281--Grookston Milling Co. vs. Gt. Nor. Ry. Co. 
6194—Holmes & Hallowell Co. vs.- Gt. Nor. Ry. Co. 
6352—McGill & Co. et al. vs. Nor. Pac. Ry. Co. et al. 
6357—Imperial Elevator Co. vs. Gt. Nor, Ry. Co. 

January 27—Washington, D. C.—Commissioner Daniels: 

*1. & S. 567—Commutation fares to and from Washington, 
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January 27—Kansas City, Mo.—Examiner Dow: 
|. & S. 541—Grain elevation allowances at Kansas City, Mo., 
and other points. 
Jopnary. 27—Middlesboro, Ky.—Examiner Watkins: 
Ge . 478—Commodity rates to Middlesboro, Ky., and other 
points. 
Jonusry 27—Washington, D. C.—Commissioner McChord: 
6239—In the matter of minimum charges on articles too long 
or too bulky to be loaded through the side doors of cars. 


January 28—Kansas City, Mo.—Examiner Dow 
1. & §S. 534—Rates on petroleum oil from ‘Coffeyville, Kan., 
and other stations to stations in Missouri. 

That portion of Fourth Section Application No. 1862, filed 
by W. H. Hosmer A respecting rates in violation of the 
ia and Short Haul rule carried in W. Hosmer’s Tariff 
18B, I. C. C. Aill0, which asks authority to continue lower 
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30,000 pounds was used in accordance with tariff, as 
per rule 7, W. C. 52, this ruling, as you doubtless under- 
stand, having reference to the marking of the packages 
making up the shipment. While it is true we did not 
mark every package, yet the railroad agent having 
weighed the car, of course, understood that it was an 
L. C. L. shipment, as is also evidenced from the fact that 
he so billed it. There was nothing to have prevented 
the agent from loading other material in the car if he 
so desired, and the fact of our loading the car ourselves 
at the warehouse saved the forwarding agent the labor 
and time necessary for loading the shipment out, if it 
had been delivered on his depot platform.” 

While the Commission has held that it is unreason- 
able for a carrier to impose a minimum weight which 
is greater than the actual weight of an L. C. L. shipment 
when the same is loaded in the car with other freight, 
and, further, that the charge for a consignment of freight 
in one car shall not be greater when computed at actual 
weight and L. C. L. rate than on basis of C. L. rate and 
minimum C. L. weight, yet it has also held that when 
the shipper orders a car and bills the shipment as car- 
load lot, even though the weight is much less than the 
minimum carload weight, that then the carload rate at 
carload minimum would properly apply. 

This ruling by the Commission, considered in con- 
nection with the manner of handling and marking the 
shipment in question, that is, not: marking it in accord- 
ance with rule 7, Western Classification, or requiring it 
to be loaded by the carrier, except as provided in rule 
22, Western Classification, seems to us to justify the 
action of the carrier in assessing the C. L. rate on a 
minimum C. L. weight, instead of the L. C. L. rate on the 
actual weight loaded and carried. 





Docket of The Commission 


rates on petroleum oil from Coffeyville, Kan., and other points 
to St. Louis, Mo., than the rates concurrently applicable on 
like traffic to intermediate points, 


January 29—Kansas City, Mo.—E’xaminer ae 
eet Refining Co. vs. A. T. & S. F. Ry. Co. 
6846—Mutual Oil Co. vs. A. T. & S. F. Ry. Co. 
January 29—Chicago, Ill.—Exdaminer Brown: 
1. & S. 530—Rules governing the transportation of potatoes in 
refrigeration equipment. 
January 29—Indianapolis, Ind.—E’xaminer Pattison: 
as“ 5 Board of Trade vs. Ind. Col. & So. Traction 
0. et al, 


January 30—Memphis, Tenn.—Examiner Burnside: 
* 1, & S. 554—Rates on lime, cement and plaster in mixed car- 
loads to points in Arkansas. 


February 1—Kansas City, Mo.—Examiner Dow: 
—— Cement Plaster Co. vs. A. T. & S. F. Ry. Co. 
et al, 
February 1—Little Rock, Ark.—Examiner Watkins: 
7304—City of Memphis, Tenn., et al. vs. C. R. I. & P. Ry. 
Co. et al. 
Fenrunty 1—Chicago, [1l—Examiner Brown. 
& §. 512—Minimum weights on packing house products, 
” fresh meats and other commodities. 


February 1—Memphis, Tenn.—Examiner Burnside: 
* 1. & S. 546—Rates on logs from Stuttgart and other stations 
in Arkansas to Memphis, Tenn. 


February 1—Salt Lake City, Utah—Examiner Thurtell: 
The following Fourth Section Applications: 
345—To protect Countiss’ I. C. No. 930, classes and com- 
modities from North Pacific ‘coast terminals, nao.: 3. €.. C. 
No. 926, a and commodity rates from California ter- 
minals, etc. 
346—To protect Countiss’ I. C. C. No. 908, commodity rates 
from Vancouver, B. C., Seattle and Tacoma, Wash., Albina, 
East Portland and Portland, Ore., San Francisco and East 
San Pedro, Cal., on shipments originating in Australia, New 
Zealand and the Fiji Islands or beyond; I. C. C. No. 922, 
class and commodity rates from North Pacfiic coast ter- 
minals, etc. 
347—To protect rates in Countiss’ I. C. C. No. 930, commodi- 
ties from Albina, East Portland and Portland, Ore., and St. 
Johns, Cal.; I. C. C. No. 909, lumber from San Francisco and 
other points in California. 
348—To protect Countiss’ I. C. C. No. 912, lumber, shingles 
and other articles from Oregon, Washington, Idaho, Mon- 
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tana, Alberta and British Columbia to Arkansas, Indiana, 
Kentucky, Minnesota, Tennessee, Illinois, Iowa, Louisiana, 
Missouri, Wisconsin and Michigan. 
349—To protect Countiss’ I. C. C. No. 930; I. C. C. No. 926; 
I. C. C. No. 921, class and commodity rates from California, 
Nevada and Utah to Minnesota, North Dakota, South Da- 
kota and Manitoba; I. C. C. No. 922; I. C. C. No, 931, class 
and commodity rates between points in Minnesota, North 
Dakota, South Dakota and Manitoba and San Francisco and 
Oakland, Cal, in connection with Pacific Coast Steamship 
Company, Alaska-Pacific Steamship Company and E. V. 
Rideout Company; I. C. C. No. 909, commodity rates on 
lumber and shingles from California, Nevada, Oregon and 
Utah points; I. C. C. No. 924, lumber and shingles from 
Oregon, Washington, Idaho, Montana, Alberta and British 
Columbia to Connecticut, Delaware, District of Columbia, 
Maine, Maryland, Massachusetts, New Hampshire, New Jer- 
sey, New York, Pennsylvania, Rhode Island, Vermont, Vir- 
ginia and West Virginia; I. C. C. No. 915, list of interme- 
diate points. 
1575—To protect Countiss’ I. C. C. No. 927, lumber and 
shingles from Oregon, Washington, Idaho, Montana, Alberta 
and British Columbia to Colorado, Idaho, Kansas, Montana, 
Nebraska, New Mexico, North Dakota, Oklahoma, Oregon, 
South Dakota, Texas, Utah and Wyoming. 
351—To protect Countiss’ I. C. C. No. 926, 921, 922, 931, 908, 
909, 912, 924, 927 and 915, through rates in excess of the 
combination of intermediates. 
310—To protect S. P. L. A. & S. L. I. C. C. No. 325, refrigera- 
tion charges from points in southern California. 
311—To protect S. P. L A. & S. L. I. C. C. No. 279, rates on 
vegetables from Acton, Carp, Galt, Guelph, Hoya, Moapa, 
Roz and Vigo, Nev., to Missouri River, Mississippi River, 
Memphis, St. Paul, Peoria, .Chicago, etc. 
313—To protect S. P. L. A. & S. L. I. C. C. No. 249, class and 
commodity rates between points in southern California and 
points in Utah und Wyoming on the Union Pacific. 
322—To protect S. P. L. A. & S. L. rates on commodities 
from points on the S. P. L. A. & S. L., San Bernardino, Cal., 
and west to Garfield and Tooele, Utah. 
324—To protect S. P. L. A. & S. L. class rates between points 
on the S. P. L. A. & S. L. R. R., San Bernardino and west 
and points in California, Nevada, Utah, Daggett and- east 
except Utah common points (these rates are higher than to 
Utah common points). 
330—To protect S. P. L. A. & S. L. rates on live stock be- 
tween points on the S. P. L. A. & S. L. R. R. in Utah and 
Nevada to Colorado, Missouri River, St. Louis, Chicago an? 
other points. 
332—To protect S. P. L. A. & S. L. I. C. C. No. 307, rates on 
lumber and articles “taking lumber rates from_ Brighton 
Beach, East San Pedro, East Wilmington, Ostend, Seventh 
Street Terminal Island and Zinc, Cal., to points in Arizona 
= fhe Arizona Southern Railway and the Arizona Eastern 
ailway. 

333—To protect S. P. L. A. & S. L. I. C. C. No. 274, class and 
commodity rates between San Pedro, Los ‘Angeles & San 
Bernardino Railroad between San Bernardino, Cal., and Pay- 
son to Salt Lake City, inclusive. 

334—To protect S. P. L. A. & S. L. I. C. C. 255, class and 
commodity rates between points in southern California on 
the San Pedro, Los Angeles & Salt Lake Railroad, Atchison, 
Topeka & Santa Fe Railway and Southern Pacific Company 
and points in Utah and Colorado on the Denver & Rio 
Grande Railroad and Colorado Midland Railway. 

336—To protect S. P. L. A. & S. L. I. C. C. No. 235, rates on 
live stock between Utah and Nevada and Colorado, Missouri 
River, St. Louis, Chicago and other points. 

337—To protect S. P. L. A. & S. L. rates on bullion, pig lead, 
copper matte, ore and concentrates and other mineral prod- 
ucts from Utah on the S. P. L. A. & S. L. R. R. to Kansas, 
Nebraska, Missouri and Iowa. 

338—To protect S. P. L. A. & S. L. I. C. C. No. 290, rates on 
grease, hides, pelts, tallow and wool from Utah to Missouri 
River, Mississippi River, St. Paul, Peoria, Chicago and 
—— taking same rates and points in Michigan and Wis- 
consin, 

3934—To protect S. P. L. A. & S. L. rates on classes and com- 
modities between Los Angeles, Cal., and Salt Lake City, 
Utah, lower than from and to intermediate points. 

736—To protect S. P. L. A. & S. L. class rates between sta- 
tions in southern California and Utah common points. 

1085—To protect Southern Pacific class and commodities rates 
from California, Nevada and Utah to North Dakota, South 
Dakota and Manitoba. 

1107—To protect Southern Pacific rates on lumber and 
shingles from California, Nevada, Oregon and Utah to 
United States and Canada. 

1214—To protect F. W. Gomph’s Proportional Freight Tariff 
No. 54, I. C. C. No. 51, class and commodity rates on im- 
ported shipments originating in Asia, New Zealand and 
Fiji Islands or beyond from East San Pedro, Redondo Beach, 
San Diego, San Francisco and San Pedro, Cal., to points in 
Utah, Wyoming and Colorado on lines of Denver & Rio 
Grande Railroad, Oregon Short Line Railroad, San Pedro, 
Los Angeles & Salt Lake Railroad, Southern Pacific Com- 
pany, Union Pacific Railroad and Western Pacific Railway. 

1253—To protect Southern Pacific class and commodity rates 
from San Francisco, Oakland, Sacramento, Marysville, San 
Jose and Los Angeles, Cal., and California and Nevada to 
points in Utah, east of Echo and Thistle Junction, points 
in Wyoming, west of Cheyenne, and points in Colorado, west 
of Manitou and Canon City. 

1281—To protect F. W. Gomph’s I. C. C. No, 42, class and 
commodity rates between California common points, viz., 
San Francisco, Los Angeles, Oakland, San Jose, Colton, 
Stockton, Sacramento, Roseville, Marysville and San Ber- 
nardino and other points in California, Nevada and Utah on 
lines of Atchison, Topeka & Santa Fe Railway (Coast Lines), 
Crescent City Railway, Minkler Southern Railway, North- 
western Pacific Railroad, Pacific Electric Railway, San 

Pedro, Los Angeles & Salt Lake R. R., Santa Maria Valley 
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Railroad, Southern Pacific Company, Sunset Railway, Visalia 
Electric Railroad, on the one hand, and Barratts, Mont., 
Blackfoot and Boise, Idaho, Brighton and Harrisville, Utah, 
Huntington, Ore., Idaho Falls and Mackay, Idaho, Moxa, 
Wyo., Pocatello, Idaho, and main and branch line ) Bint 
between points on lines of the Oregon Short Line Railroad, 
on the other. The rates published in this tariff are also 
covered by application No. 736 of F. W. Gomph. 

1105—That portion of this application which covers Items Nos. 
ans - 33 and 34 of tariff of F. W. Gomph, agent, I. C. C. 

0. 29. 

* 9813—Filed by R. H. Countiss, agent on behalf of the South- 
ern Pacific Co., Galveston, Harrisburg & San Antonio Ry. 
and Southern Pacific Co., Atlantic Steamship’ Lines, 
asking authority to establish rates on asphaltum, beans, 
canned goods, cereals and cereal products in carloads, from 
Pacific Coast terminals to Atlantic seaboard lower than the 
rates concurrently in effect from and to intermediate points. 

* 2725—A. T. & S. F. Ry. Co., involving rates on coal and coke 
from Albuquerque and Gallup, N. M., to San Francisco and 
Los Angeles, Cal. 


February 2—Chicago, Ill.—Examiner Brown: 
|, & S. 513—Rates to or from certain points in the Chicago 
Switching District. 
February 2—Kansas City, Mo.—Examiner Dow: 
* ao Coal and Mercantile Co. vs. Abilene & Sou. Ry. 
oe he 


February 3—Pine Bluff, Ark.—Examiner Burnside: 
* 7412—Pine Bluff Traffic Bureau vs. L. & N. R. R. Co. et al. 


February 3—Argument at Washington, D. C.:: 

* 6129--Milliken Refining Co. vs, M. K. & T. Ry. Co. et al. 
6184—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
6205—Milliken Refining Co. vs L. & S. F. R. R. Co. et al. 


Hee He 


. St. 
6297—Milliken Refining Co. vs. M. K. & T. Ry. Co. et al. 
6310—Milliken Refining Co. vs, M. K. & T. Ry. Co. et al. 
6699—Richardson Lubricating Co. vs 


. T. & &. F By. Co. 
et al. Ss 


A 
* 6302—Muskogee Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
* 6611—American Refining Co. vs. M. K. & T. Ry. Co. et al. 
* 6612—American Refining Co. vs. St. L. & S. F. R. R. Co. et al. 
* 6613—American Refining Co. vs. M. K. & T. Ry. Co. et al. 
* 6643—American Refining Co. vs. C. B. & Q. R. R. Co. et al, 
* 6644—American Refining Co. vs. C. & N. W. Ry. Co. et al. 
* 6903—Muskogee Traffic Bureau vs. M. K. & T. Ry. Co. et al. 
* 6273—National Petroleum Assn. vs. C. & A. R. R. Co. et al. 
* 6750—National Petroleum Assn. vs, A. T. & S. F. Ry. Co. 
et al. 
* 6819—National Petroleum Assn. vs. A. T. & S. F. Ry. Co. 
et al. 


5835—National Refining Co. ys. A. T. & S. F. Ry. Co. et al. 
4202—National Refining Co. vs. M. K. & T. Ry. Co. et al. 
6188—Marshall Oil Co. of Iowa vs. A. T. & S. F. Ry. Co. et al. 
6307—Manhattan Oil Co. et al. vs. A. T. & S. F. Ry. Co. et al. 
6759—Cedar Rapids Oil Co. vs. C. & N. W. Ry. Co. et al. 
6893—Keystone Oil and Mfg. Co. vs. M. K. & T. Ry. Co. et al. 
7142—Cudahy Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
5787—National Refining Co. vs. A. T. & S. F. Ry. Co. et al. 
7188—Pierce Oil Corporation vs. Sand Springs Ry. Co. et al. 
7221—Cudahy Refining Co. ys. A. T. & S. F. Ry. Co. et al. 
7245—Consumers’ Refining Co. vs. M. K. & T. Ry. Co. et al. 
7347—National Enameling and Stamping Co. vs. A, T. & S. F. 
Ry. Co. et al. 
5410—Milliken Refining Co. vs. St. L. & S. F. R. R. Co. et al. 
I. & S. 175—Advances on asphalt and asphaltum from points 
in Kansas to St. Louis, Mo., and other points, 
February 3—Memphis, Tenn.—Examiner Watkins: 
73 ity of Memphis, Tenn., et al. vs. C. R. I. & P. Ry. 
Co. et al. 
February 3—Kansas City. Mo.—Examiner Dow: 
7357—Peet Bro#. Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 
February 4—Argument at Washington, D. C.: ; 
* 1, & S. 519—Increased passenger fares via the Denver & Rio 
Grande R. R. through the Ogden and Salt Lake City gate- 
ways. : 
* 1, & S. 475—Bituminous coal rates to Baltimore, Md., and 
other points. 
February 5—Chicugo, Ill.—Examiner Brown: 
7157—J. W. Wells Lumber Co. vs. C. M. & St. P. Ry. Co. 
February 5—Kansas City, Mo.—Examiner Dow: 
7427—Kansas City Live Stock Exchange vs. A. T. & 8S. F. 
Ry. Co. et al. 
February 5—Texarkana, Ark.-Tex.—Examiner Burnside: 
* 7428—Texarkana Freight Bureau vs. Ill. Cent. R. R. Co. et al. 


February 5—Argument at Washington, D. C.: 


HHReHRHRHHE HEH HH H 


* * 


* 1141—Esseman Bros. vs. Sou. Ry. Co. et al. 

* 1142—J. Kuttner & Co. vs. Sou. Ry. Co. et al. 

* 1161—Bass & Heard vs. Sou. Ry. Co. et al. 

* 6821—David Rutter & Co. vs. C. & N. W. Ry. Co. et al. 

* 4875—George Lill & Co. et al. vs. C. M. & St. P. Ry. Co. et al. 

+ ba ance W..Gilmore & Co. et al. vs. C. & N. W. Ry. Co. 
et a 

* 0090--National Assn. of Tanners et al. vs. L. V. R. R. Co. 
et al. 


Februar o—-Cahcnas. ‘Ill.—Examiner Brown: 
7123—-Kawneer Mfg. Co. vs. A. T. & S. F. Ry. Co. et al. 
February 6—Argument at Washington, D. C.: 
* 6987—Public Service Commission of the State of Missouri 
et al. vs. Wabash R. R. Co. et al. 
* 6988—Public Service Commission of the State of Missouri 
et al. vs. Wabash R. R. Co. et al. 
* 6989—Public Service Commission of the State of Missouri 
et al. vs. Wabash R. R. Co. et al. 
* 7254—Traffic Bureau of the Sioux City Commercial Club vs. 
Cc. B. & Q. R. R. Co. et al. 
7027—Hires’ Condensed Ik Co. et al. vs. P. R. R. Co. et al. 
6977—Catskill & New York Steamboat Co. et al. vs. P. R. R. 
6758—Major Stave Co. vs. M. D. & G. R. R. Co, et al. 7 
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February 8—St, Joseph, Mo.—Examiner Dow: 
7 c¢ Bureau of the Commerce Club of St. Joseph, 
Mo., vs. C. & N. W. Ry. Co. et al. 
7447—Traffic Bureau of the Commercial Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et al. 
7501—Department of Traffic of the Commercial Club of Kansas 
City vs. C. B. & Q. R. R. Co, et al. 
7311—Traffic Bureau of the Sioux City Commercial Club vs. 
Cc. & N. W. Ry. Co. et al. 
ee Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et 
February 8—Shreveport, La.—Examiner Burnside: 
* 7329—8 Cc. Sou. Ry. 


o. et al, 
* =< areeers Chamber of Commerce vs. Ala. & Vicks, Ry. 
‘o. et al. . 


hreveport Chamber of Commerce vs. K. 


ee! 8—Reno, Nev.—Examiner Thurtell: 
4273—The Goldfield Consolidated Mines Co. vs. Sou. Pac. Co. 


et al. 
—_T. Goldfield Consolidated Mines Co. vs. Sou. Pac. Co. 
e 


6233—The Goldfield Consolidated Milling & Trans. Co. vs. 
Sou. Pac, et al. 
6062 and 5062, Sub. No, 2—The Goldfield Consolidated Mil!- 
ing & Trans. Co. vs. A. T. & S. F. et al. 
6457—The Goldfield Consolidated Mines Co. vs. Pa. Co. et al. 
—. or Soe Consolidated Mines Co. vs. San P. Los A. 
4 & 5 
ae Goldfield Consolidated Mines Co. vs. Mo. Pac. Ry. 
‘oO. e 
ne Gateaee Consolidated Milling & Trans. Co. vs. Sou. 
ac, e ; 
6243—The Goldfield Consolidated Milling & Trans. ae 
V. Ri. Co. ot al ae g rans. Co. vs. L 
6062, Sub. No, 1—Tonopah-Belmont Development Co. 5 ae 
&'S. F. Ry. Co. et al. ee ete 
Oe aaeeeen Extension Mining Co. vs. A. T. & S. F. Ry. 
0. @ ; 
ae ee Snes Consolidated Milling & Trans. Co. vs. P. 
. Re 3 
~— Goldfield Consolidated Mines Co. vs. A. T. & S. F. 
6814—The Goldfield Consolidated Milli . Co. 
Tan er ng & Trans. Co. vs. A. 


. . Fe 
ane ae Consolidated Milling & Trans. Co. vs. Sou. 
. eta 
5902—Tonopah Extension Mining Co. vs. C. R. I. & P. Ry. Co. 
6159—-Goldfield Merger Mines Co. vs. Las Vegas & Sonupad 
623i—Hall Tunes & C 
— » Luhrs & Co. vs. Sou. Pac. Co. et al. 
= “— ee Consolidated Mines Co. vs. A. T. & S. F. 
be . et a 
7601—The Montana-Tonopah Mines Co. vs. Sou Pac. Co. et al. 
ros, Sue. pA ue pane Tenegah Mines Co. vs. A. T. 
. BF. ; . et al. 
6996—Freight rates to points on the Tonopah & Goldfield R. 
R., Las Vegas & Tonopah R. R. and Bullfrog-Goldfield R. R, 


February 8—St. Louis, Mo.—Examiner Gaddess. 

Such portions of the following fourth section applications 
as seek authority to continue rates on classes and commodi- 
ties between St. Louis, Mo., and. E. St. Louis, Ill., on the 
one hand, and the Ohio River crossings on the other, and 
between the various Ohio River crossings themselves, whith 
are lower than rates concurrently in effect on like traffic 
from, to or between intermediate points: - 
2045—Ill. Cent. R. R : 

3965—C . & 


. & O. 
a Ry. 
9—Mo. Pac. Ry. Co. and St. L. I. M. & S. . Co. 
799—St. L. S. F. R.-R. as 
2072—J. F. Tucker, agent for and on behalf of the carriers 
oon in said application, on whose account the same was 


Feuary, 8—Memphis, Tenn.—Examiner Watkins: 
= emphis Freight Bureau vs. St. L. I. M. & S. Ry. Co. 


et al. 
February 8—Chicago, Ill.—Examiner Brown: 
7234—Grand Rapids Plaster Co. vs, Ann Arbor R. R. Co. et al. 
7404—-American Cement Plaster Co. vs. L. 8. & M. S. Co. et al. 
7421—Bestwall Manufacturing Co, vs. L. S. & M. 8. Ry. Co. 


et al. 
ee States Gypsum Co. vs. L. S. & M. S. Ry. Co. 


e . 
7287—United States Gypsum Co. vs. B. R. & P- Ry. Co. et al. 

February 10—Alexandria, La.—Examiner Burnside: 

* I, & S. 547—Rates on logs, rough staves and stave bolts manu- 
factured in transit at Alexandria and other stations in 
Louisiana. 

* 1, & S. 558—Rates on uncompressed cotton and cotton linters 
concentrated and compressed in transit at Alexandria, La. 


February 10—Argument at Washington, D. C.: 

* 1. & S. 469—Grain rates from Milwaukee, Wis., to New York, 

N. Y., via Manitowoc, Wis., across lake. 

. & §S, 500—Reshipping rates on grain and grain products 

from Milwaukee, Wis., to New York, N. Y., and other 

points via Chicago, Ill. 

* 1. & §S. 503—Interstate class and commodity rates between 
stations in Louisiana. 

* 7161—Bartlett-Hayward Co. vs. B. & O. R. R. Co. et al. 

February 11—Chicago, Ill—Examiner Brown: 

en — Portland Cement Co. vs. C. M. & St. P. Ry. Co. 

e 

ns 11—Argument at Washington, D. C.: 

* 6394—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. 

* 6489—R. R. Commission of Nevada vs. Sou. Pac, Co. et al. 
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* 7399—Eastern Oregon Lumber Producers’ Assn, vs. C. B. & 
Q. R. R. Co. et al. 
February 12—Chicago, Ill.—Examiner Brown: 
719) eorge A. Hommel & Co. vs. C. Gt. West. R. R. Co. 
et 


February 12—Argument at Washington, D. C.: 

= gz 414—Cancellation of rates in connection with small 
lines by carriers in Official Classification territory. 

* 4181—In the matter of allowances to terminal railroads. 


February 13—Chicago, Ill—Examiner Brown: 

7282—Diamond Crystal Salt Co. vs. Mich. Cent. R. R. Co. et al. 
February 13—St. Joseph, Mo.—Examiner Dow: 

7172—byers Bros. & Co. et al. vs. Union Pacific &. R. Co. et al. 


ee 15—Milwaukee, Wis.—Examiner Brown: 
—— Imore-Benjamin Coal Co. et al. vs. C. & O. Ry. Co. 


et al. 
6446—City of Milwaukee vs. C. M. & St. P. Ry. Co. et al. 
a Produce & Fruit Co. vs. C. & N. W. Ry. Co. 
et 
February 15—Omaha, Neb.—Examiner Dow: 
%352—Traffic Bureau of the Commerce Club of St. Joseph, 
Mo., vs. C. N. W. Ry. Co. et al. 
7447—Traffic Bureau of the Commercial Club of Atchison, 
Kan., vs. C. & N. W. Ry. Co. et ak: 
7501—Department of Traffic of the Commercial Club of Kan- 
sas City vs. C. B. & Q. R. R. Co. et al. 
7311—Traffic Bureau of the Sioux City Commercial Club vs. 
C. & N. W. Ry. Co. et al. 
<n Bluffs Commercial Club vs. C. & N. W. Ry. Co. 
et al. 
February 17—Washington, D. C.—Examiner Thurtell: 
* Fourth Section Application No. 2043 of Yazoo & M. V. R. R. 


Co. 
* Fourth Section Application No. 2045 of Ill. Cent. R. R. Co. 
(Such portions of the above Fourth Section applications 
as seek authority to continue rates on grain products from 
Omaha, Neb., when from beyond, to Jackson, Miss., which 
are lower than the rates concurrently inapplicable on like 
traffic to intermediate points on the Ill, Cent. R. R. and 
Yazoo & M. V.) 
February 18—Grand Rapids, Mich.—Examiner Brown: 
7139—National Commercial Fixture Manufacturers’ Assn. vs. 
Ann Arbor R. R. Co. et al. : 


February 18—Omaha, Neb.—Examiner Dow: 
7117—Nebraska State Ry. Com. vs C. B. & Q. R. R. Co. 
7230—Nebraska State Ry. Com. vs. Union Pac. R. R. Co. et al. 

February 19—Macon, Ga.—Examiner Burnside: 

* 6497—Freight Bureau Chamber of Commerce of Macon, Ga., 
vs. Sou. Ry. Co. et al.’ 

Februa 23—Jackson, Mich.—Examiner Brown: 

709; ackson Chamber of Commerce vs. P. & R. et al. 
er: ag Chamber of Commerce vs. Mich. Cent. R. R. 
0. et al. 

February 23—Norfolk, Va.—Examiner Burnside: 

* I, & S. 560—Rates on berries, fruits and vegetables from sta- 
tions in Virginia and North Carolina to New York City and 
other points. 

February 25—Richmond, Va.—Examiner Burnside: 

* 7469—State Corporation of the Commonwealth of Virginia vs. 
Cc. & O. Ry. Co. et al. 


February 26—Detroit, Mich.—Examiner Brown: 

7261—American Coal & Coke Co. vs. Mich. Cent. R. R. Co. 
March 3—Argument at Washington, D. C.: 
* 1, & S. Docket 11—The tap line case. 


HEARINGS BEFORE EXAMINER BROWN—TRAP CAR OR 
FERRY CAR SERVICE CHARGES. 


Detroit, Mich.—March 1. 
Cleveland, O.—March 3, 
Buffalo, N. Y.—March 5. 
Philadelphia, Pa.—March 8. 
Pittsburgh, Pa.—March 11. 
Cincinnati, O.—March 15. 
St. Louis, Mo.—March 18. 
Kansas City, Mo.—March 22. 
Chicago, Ill.—March 25. 


DIGEST OF NEW COMPLAINTS 


No. 7599. Fort Worth Freight Bureau vs. Abilene & Southern 
et al. 


Against the increase in. rates effective Sept. 16, 1914, on 
imported wheat, corn and other grain, alleging that this in- 
crease from Texas ports to Texas destinations deprives com- 
plainants of the advantage which the removal of duty was 
intended to give them. Ask for restoration of ofd rates and 
such other relief as the Commission may deem proper. 

No. 7601. Andrews Brothers et al., Pittsburgh, vs. P. R. R. and 
Union Fruit Auction Co. 5 

Alleges that the railroad company gives the auction com- 
pany, composed, as they assert, of their competitors in the 
fruit and produce business, an undue preference and advant- 
tage in that they furnish to the auction company free use of 
rooms in the Twenty-first Street station, and require the 
complainants to sell their fruit at auctions conducted by their 
competitors or to pay charges for loading and unloading that: 
are not paid by the auction company. Ask for an order re- 
quiring the carrier to allow the use of the auction room on: 
— such as are make to the Union Auction Co. and other 
relief. 

No. 7602. Pilcher Hardware Co., Ida.Grove, Ia., vs. C. & N. W. 

Alleges overcharges on motorcycles from Milwaukee to Ida 
Grove, Asks for cease and desist order and reparation. 
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No. 7603. National Pickie and Canning Co., St. Louis, vs. C. M. 


& St. P. et al. 

Alleges unjust and unreasonable charges on pickles from 
Wisconsin points to St. Louis. Asks for.reasonable rates and 
reparation. 

No. _ _Seneneaee (Kan.) Commercial Club et al. vs, Atchi- 
son et al. 

Alleges unjust and unreasonable and unduly discriminatory 
rates apply to Concordia, giving competing points undue ad- 
vantage over that city. Ask for reasonable and non-dis- 
criminatory rates. 

o —. Sanford-Day Iron Works, Knoxville, Tenn., vs. L. & 

. et al. 

Alleges unreasonable charges on shipments of car wheels 
and axles from Knoxville, Tenn., to Cherry Tree and Gallit- 
zin, Pa. Asks for cease and desist order and reparation. 

No. 7607. Advance Lumber Co., Birmingham, Ala., vs. Atlanta, 
Birmingham & Atlantic. 

Against the imposition of demurrage charges on five car- 
loads of lumber shipped from various points in Alabama con- 
signed to Avondale, Ala., there to be dressed and forwarded 
to destination, but held at Birmingham instead of being for- 
warded to Avondale. Asks for reparation. 

No. 7596. Duffney Brick Co. et al., Mechanicsville, N. Y., vs. 
Boston & Maine. 

Alleges that increase in rates on brick from Mechanics- 
ville to Boston, amounting to an increase from 46 to 92 cents 
per ton, is unjust, unreasonable and confiscatory, and that it 
has forced them to close their plants because it has deprived 
them of all possibility of profits. Ask for reasonable rates and 
reparation. 

No. 7: Los Angeles (Cal.) Brewing Co. et al. vs. Southern 
Pacific. 

Ask for reparation under Los Angeles switching decision. 

No. 7597, Sub No. 1. Los -Angeles Brewing Co. vs. San Pedro, 
Los Angeles & Salt Lake. 

Same as foregoing. 

- ne Industrial Traffic Association, Philadelphia, vs. B. & 

. et al, 

Against classification of machinery and machines, N. O. S&., 
as unjust and unreasonable. Asks for reasonable and non- 
discriminatory ratings and other relief. 

No. 7600. Walter A. Zelnicker Supply Co., St. Louis, vs. Pa. R. 
R. Co. et al. 

Alleges imposition of wrong rates on plate-iron tanks. 
Asks for cease and desist order and reparation. 

No. 7609. Edward L. Kittredge, Milford, N. H., vs. Boston & 
Maine et al. 

Alleges that the increase in rates on granite, curbing and 
paving, C. L., Milford, N. H., to Albany, Schenectady and 
Cohoes, N. Y., from 96 cents to $1.58 per net ton, makes them 
unjust and unreasonable in comparison with rates from com- 
peting points at greater distances. Asks for the restoration 
of old rates and reparation. 

‘No. 7610. The Picher Lead Co., Joplin, Mo., vs. St. L. & S. F. 

Alleges unjust imposition of demurrage on coke due to the 
fact that the defendant failed to furnish tracks promised to 
the complainant. Asks for reparation. 

‘No. 7611. Kuehne-Chastain Commission Co. et al., Kansas City, 
vs. Green Bay & Western et al- 

Allege unreasonable rates on potatoes from Wisconsin sta- 
tions to Kansas City.. Asks for cease and desist order and 
reparation. 

No. 7612. Iowa-Dakota Grain Co. et al., Sioux City, Ia., vs. Ill. 
Cent. et al. 

Rates on corn from Atchison, Kan., St. Joseph, Kansas 
City, Little Rock and Fort Worth to Sioux City as being un- 
just and unreasonable. Ask for cease and desist order and 
reparation. 

‘No. 7613. Monadnock Blanket Mills, Marlboro, N. H., vs. B. & 
M. R. R. Co. 

Against a rate of 15 cents on cotton waste from Boston to 
Marlboro as unjust and unreasonable by reason of being in 
excess of 11 cents, which was the rate in effect prior to 
Sept. 5, 1914. Asks for reasonable rate and reparation. 

No. 7614. Pillsbury Flour Mills Co., Minneapolis, vs.. Norfolk 
& Western et al. 

Against a rate of 26 cents on mill products from Pulaski, 
Va., to Baltimore as unjust and unreasonable. Ask for repa- 
ration and a rate not exceeding 15 cents. 

ae a Keen Kleener Mfg. Co., Ottawa, Ill., vs. C. R. L. & P. 
e ‘ 

Alleges excessive charges on sand from Ottawa to Vander- 
grift, Pa., growing out of the failure to furnish equipment 
asked for. Asks for reparation. 

No. 7616. Heider Mfg. Co., Carroll, Ia., vs. Chicago & Great 
Western. Alleges unreasonable and excessive charges on 
carloads of castings from St. Paul, Minn., to Carroll, Ia. Asks 
for just and reasonable rates and reparation. 

No. 7617. Wilson & Bennett Mfg. Co., Clearing, IIll., vs. Belt 
Ry. Co. of Chicago et al 

Against the assessment of switching charges on oil tanks, 
-etc., loaded into trap cars. Asks for reparation. 


(No, 7608. Commercial Exchange of Philadelphia vs. New York 


Gentral et al. 

Against the imposition of a charge of $2 per car for diver- 
sian or reconsignment of carloads of grain, hay, ete., coming 
from western and Canadian points, as being in violation of 
.Sseetions one, two and three, because grain and hay rates have 
ibuilt up on the theory that the payment of the transportation 
irate included the service of diversion when required, and 
ifurther that the imposition-of the charge will interrupt the 
ssteady flow of flour and other mill products, which enables 
small dealers to quickly replenish their supplies through the 
@iversion to them of cars started from the mills without a 
aefinite destination or definite consignee. Asks for a cease 
and desist order and reparation, 

Nea. 7567, Gub. No. 4. Federal Sugar Refining Co., New York, 
vs. Old Daminion S. S. Co. et al. 


+ 
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Against a rate of 33c on sugar, New York City to East 
Point, Ga., via Norfolk, Va., and Atlanta, as excessive to the 
amount that it exceeds 30c, the rate to Birmingham, the more 
— point. Ask for a rate not exceeding 30c and repara- 
tion. 

Nod. 7567, Sub. No. 5 Same vs. Same, as to sugar from New 
York to Augusta via Norfolk and Atlanta. Same prayer. 
No. 7618. Hunt, Helm, Ferris & Co., Harvard, Ill., vs. Ann 

Arbor et al. 

Allege excessive and discriminatory rates on iron and steel 
and articles manufactured therefrom between Harvard, IIl., 
to points in Official Classification territory as compared with 
rates from Rock Falls and Sterling, Ill. Ask for cease and 

-desist order, maxima rates, and reparation. 
No, 7619. LaFayette (La.) Chamber of Commerce vs. Morgan’s 
L. & T. R. R. & S..S. Co. et al. 

——— unreasonable and discriminatory class and com- 
modity rates By reason of the fact that there are no through 
rates between Arkansas points and LaFayette. Ask for 
through route and joint rates. 

No. 7620. Gamble-Robinson Co., Minneapolis, Minn., vs. Chi- 
cago & Eastern Illinois et al. 

Alleges excessive rates on watermelons, Holcombe, Mo., to 
Marshall, Minn., due to misrouting. Ask for reparation, 

No. 7621.. Rowe Mfg. Co., Galesburg, Ill., vs. C. B. & Q. et al. 

Alleges unjust and unreasonable charges on L. C. L. ship- 
ments of gates from Galesburg to points in Iowa, Wisconsin, 
Minnesota, Missouri, South Dakota, North Dakota, Nebraska 
and Oklahoma, due to errors in classification. Ask for cease 
and desist order and reparation. 

No. 7622. Crystal Carbonating Co., Mason City, Ia., vs. Michi- 
gan Central and the C. & N. W. 

Against a rate of $2.05 on L. C. L. shipments of autos 
from Lansing, Mich., to Mason City. Asks for a rate of 59.8c 
and reparation. 

No. 7623. W. D. Sheldon & Co. and Scott, Magner & Miller, San 
Francisco, vs. Southern Pacific and Oregon Short Line. 

Allege unjust and unreasonable rates on C. L. shipments of 
sacked oats and bulk wheat from Ashton, Idaho, to San Fran- 
cisco and other California points, due to misrouting. Ask for 
cease and desist order and reparation. 

No. 7624. Obermeyer & Liebmann, Brooklyn, N. Y., vs. New 
York Central. 

Against unreasonable demurrage and track storage charges 
on grits in the Brooklyn eastern district terminal. Asks for 
cease and desist order and reparation. 


No. 7625. The McCaull-Dinsmore Co., Minneapolis, vs. South 
Dakota Central et al. 
Allege unjust and unreasonable charges on bulk shelled corn 
diverted in transit. Asks for reparation. 


ve = Continental Can Co., Baltimore, vs. Atlantic City R. 
. et al. 

Against the cancellation of sixth class rating on empty tin 
cans, 20,000 pounds minimum, and the restoration of Official 
Classification rating of fourth class, C. L., 14,000 pounds mini- 
mum, as unjust and unreasonable. Asks for maxima rates 
from Baltimore to points in Maryland, Virginia, West Vir- 
ginia, Pennsylvania, Delaware, New Jersey and New York, 
and reparation. 


we _. Wichita (Kan.) Business Association vs. C. R. I. & 
. et al. 

Alleges unjust and unreasonable charges on shipments of 
iron bread racks from Cincinnati to Wichita, Kan. Asks for 
a rate of $1.255, minimum of 10,000 pounds, and reparation. 

No. 7628. Dallas (Tex.) Chamber of Commerce Freight Bureau 
and the Fort Worth Freight Bureau vs. A. T. & S. F. et al. 

Alleges unjust and unreasonable class and commodity rates 
from St. Louis, Kansas City to Fort Worth and Dallas and 
intermediate Texas points, and discriminatory as compared 
with rates to Shreveport and Texarkana. Ask for just, rea- 
sonable and non-discriminatory rates. 


No. 7629. Colorado Portland Cement Co., Denver and Portland, 
Colo., vs. A. T. & S. F. 

Against unjust and unreasonable rates on steel castings 
from Plainfield, N. J., and Fullerton, Pa., to Portland. Ask 
for just and reasonable rates and reparation. 

No. 7630. Jobbers’ and Manufacturers’ Bureau of the Hunting- 
ton (W. Va.) Chamber of Commerce vs. C. & O. et al. 

Alleges unjust and unreasonable class rates between Hun- 
tington and points in West Virginia, Kentucky and Virginia, 
and discriminatory as compared with rates from Cincinnati 
and other Ohio points. Asks for maxima rates. 

No. 7631. S. F. Scattergood & Co., Philadelphia, vs. Erie & 
Western Transportation Co. eb al. 

Alleges unjust and unreasonable demurrage and diversion 
charges on bran from Minneapolis to Philadelphia diverted to 
New York. Asks for reparation. 

No. 7632. Joseph Joseph Bros. & Co., Cincinnati, vs. Maine 
Central et al. 

Alleges unreasonable rates and charges on scrap iron and 
old steel rails from points in Maine and New Hampshire to 
points in Pennsylvania. Asks for just and reasonable rates 
and reparation. 

No. 7636. . Heider Mfg. Co., Carroll, Ia., vs. B. & O. et al. 

Against a rate of 36c on C. L. shipments of forgings from 
Indianapolis and 38.5c from Cleveland and 43c on bar steel 
and plates from Johnstown to Carroll as unjust, unreason- 
able and excessive. Asks for just and reasonable rates and 
reparation. 

ey —_, National Pickle and Canning Co., St. Louis, vs. C. M. 
_ Against a rate of 15c on pickles, C. L., New Lisbon, Wis., 
te Chicago. Asks for just and reasonable rates and repara- 


No. 7634. I. H. Taffe, Celilo, Ore., vs. American Express Co. 
Alleges unjust and unreasonable charges on salmon from 


Oregon points to New York by reason of misrouting. Asks 
for reparation. - 


rere 


apse aanAaaaalaaael 













184 THE TRAFFIC WORLD 


No. 76385. Sheboygan Mineral Water Co. vs. C. & N. W. et al. 


gamut a rate of 6lc on mineral water, ginger ale and ad- 

vertising matter from Sheboygan to Memphis as unjust and 
unreasonable. Asks for a rate of 32c and reparation. 

No, 7637. Gisholt Machine Co., Madison, Wis., vs. C. & N. W. 

Alleges overcharge on shipment of iron working machinery 
foes Madison to Chicago, due to misrouting. Ask for repara- 

on, 

No. 7638. Paul Bergman, St. Louis, vs. Illinois Central et al. 

Alleges excessive passenger fares between St. Leuis and 
Denison, Tex., and return, by failure to sell round-trip home- 
seekers’ excursion tickets. Asks for reparation. 

_ 7. What Cheer (Ia.) Tool Co. vs. Kanawha & Michigan 
et al. 

Against a rate of 83.5c on axe handles from What Cheer 
to West Charleston, W. Va., as unjust and unreasonable be- 
cause misrouted. Asks for maxima rates and reparation. 

No. 7640. West Lumber Co., Houston, Tex.,/vs. St. Louis & 
San Francisco et al. 

Against a rate 6f $3.10 on coal from mines in Arkansas to 
Onalaska as unreasonable and unjust in that it exceeds a 
rate of $2.60. Asks for reparation. 

No. 7641, Atlantic Ice and Coal Corporation, Atlanta, Ga., vs. 
Cincinnati, New Orleans & Texas Pacific. 

Alleges unjust and unreasonable charges on ice from Chat- 
tanooga to Cincinnati. Asks just and reasonable rates and 
reparation, 

No. 7642. Detroit (Mich.) Stove Works vs. Wabash. 

Against a rate of 87c on gas stoves, C. L., from Detroit to 
Marshall, Tex., as unjust and unreasonable in connection 
with an excessive minimum. Asks for reasonable rates and 
reparation. 


No. 7643. Chanute Refining Co., Chanute, Kan., vs. A. T. & S.. 


F. et al. 

Excessive charges on empty tank cars from Milton, Pa., to 

Chanute. Asks for just and reasonable rates and reparation. 
No. 7644, South St. Joseph Live Stock Exchange and the James 
C. Smith Hide Co., St. Joseph, Mo., vs. A. T. & S. F. et al. 

Unjust and discriminatory rates on green salt hides, fresh 
meat and packing house products from St. Joseph to St. Louis 
and Chicago in favor of Kansas City. Ask for just and 
reasonable rates. 

No, 7645, Stearns & Culver Lumber Co., for the Bagdad Land 
and Lumber Co., Milton, FPla., vs. C. M. & St. P. 

Unjust and unreasonable commodity rates from points in 
Wisconsin, Michigan, Ohio, Pennsylvania and Indiana to Mil- 
ton, Fla. Ask for just and reasonable rates and reparation. 

No. 7646. John S. Seymour, New Orleans, vs. Galveston, Har- 
risburg & San Antonio. 

Unjust and unreasonable charges on sugar, shipside, Gal- 
veston, for export at Eagle Pass. Asks for just and reason- 
able rates and reparation. 

No, 7647. Baker-Wakefield Cypress Co., Ltd., Plattenville, La., 
vs. T. & P. et al. 

Unjust and unreasonable rates on C. L. shipments of 
cypress shingles from Plattenville to Huntington, W. Va., due 
to alleged misrouting. Asks for cease and desist order and 
reparation, 

No, 7648. American Land, Timber and Stave Co., Chicago, vs. 
St. Louis & San Francisco et al. 

Unjust, unreasonable and discriminatory charges on staves 
and headings from Arkansas to New York and Pennsylvania 
destinations, 


te, a. Coal Operators’ Traffic Bureau, St. Louis, vs. B. & 


Against rules in Cameron tariff I. C. C. No. D68, governing 
shipments of coal in group No. 2 to St. Louis, as unjust and 
unreasonable. Asks for a cease and desist order against the 
enforcement of the rule and against the practice of maintain- 
ing higher rates for transportation of coal when loaded to 
capacity in cars with marked capacity of less than 80,000 
pounds than is contemporaneously charged when it exceeds 
80,000 pounds. 

No. 7650. S. T. Algus, New Orleans, vs. Illinois Central et al. 

Excessive charges on box material, C. L., from New Orleans 
to Durham, N. C., due to alleged inadvertent omission of 
rate from tariff. Asks for a cease and desist order and 
reparation. 

No. 7651. Mississippi Railroad Commission et al. vs. New Or- 
leans, Mobile & Chicago et al. 

Unreasonable, excessive and exorbitant rates on C. L. ship- 
ments of vegetables from Mississippi points in Texas, Arkan- 
sas, Kansas, Missouri, Nebraska, Iowa, Minnesota, Wisconsin, 
Illinois, Indiana, Ohio, Pennsylvania and New York, and ex- 
cessive carload minima north of the Ohio River. Asks for 
reasonable rates and a unjform minimum. 

No, 7652. Chicago Lumber and Coal Co., East St. Louis, vs. 
Morgan’s L. & T. R. R. & S. S. Co. et al. A 

Against the imposition of C. L. ratings into and out of 
lumber dressing points in Louisiana through inability to agree 
upon construction to be placed upon tariffs. Ask for cease 
and desist order and reparation. 

No, 7653. Union Lumber Co., Houston, Tex., vs. Gulf, Colorado 
& Santa Fe. 

Alleges that defendant refuses either to switch cars or to 
pay for switching them, although the Commission, in I. and 
S. No. 11, held the railroad of which complainant’s track is 
a part, was a cOmmon carrier, entitled to divisions or rea- 
sonable switching allowances. Asks for cease and desist 
order and reparation amounting to $5,000. 

No, 7583. Hulme & Hart, San Francisco, vs. A. T..& S. F. 

Asks for reparation for illegal switching charges imposed at 
San Francisco. 

No. 7583, Sub. No. 2. San Francisco Chamber of Commerce. 

Asks for reparation for certain of its members, same as 
foregoing. 

No. 7583, Sub. No. 3, George Delaporte, estate of, vs. Southern 
Pacific. 
Same as foregoing. 
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No, 7583, Sub. No. 4. San Francisco Chamber of Commerce vs. 
Southern Pacific. 
Same as foregoing. : 
No, 7597, Sub. No. 2. Maier Brewing Co. et al., Los Angeles? 
Vi. Bo Ba a Bn Be 
- Reparation for switching at Los Angeles. 
No. 7597, Sub. No. 3. San Francisco Chamber of Commerce vs. 
Southern Pacific et al, 
Reparation for its members for switching at Los Angeles. 
No. 7597, Sub. No. 4. North Ontario Packing Co. et al. vs. A. 
T. & S. F. : 
Same as foregoing. 
No. 7597, Sub. No. 5. C. F. A. Last Co. et al. vs. Sou. Pacific 
Same as foregoing. 
No. 7597. Barber Asphalt Co. et al. vs. Southern Pacific. 
Same as foregoing. 


MINOR UNREPORTED. OPINIONS 


(Copies of Unreported Opinions may be obtained from the 
Se office of The Traffic Service Bureau at a nominal! 
charge.) 





No. A900, Case No. 6090. Fitzsimmons-Palmer Co. vs. 
American Express Co. et al. Where a carload shipment of 
strawberries was _reconsigned en route to a point to which the 
two lines over which it moved had no joint rate, the separately 
established rates were properly applied, and these rates not 
having been shown to be unreasonable either as separate 
factors or as a through rate, the complaint is dismissed. Joint 
rate of $2.25 per 100 pounds, via the line of two express com- 
panies, on strawberries in carloads from Hood River, Ore., to 
Duluth, Minn., not found to be unreasonable. 

No, A902, Case No. 4125. New Prague Flouring Mill Co. vs. 
Minn. & St. L. et al. Increased rate for the transportation of 
soft coal from Peoria, Ill., to New Prague, Minn., found to have 
been justified. Complaint dismissed. 

No. A909, Case No. 5846. May Brothers et al. vs. St. L. & S. 
F. etal. Complaint alleging the collection of unreasonable charges 
on certain shipments of logs from points in Mississippi and 
Arkansas to Memphis, Tenn., dismissed, it appearing that the 
subject matter of the complaint was previously before the Com- 
mission in another case, which was dismissed and that no 
error is shown. 

No. A910, Case No. 5213. Des Moines Poultry & Butter Co, 
vs. C. & N. W. Ry. €o. Complainant alleges that defendant’s 
third-class rate of 47 cents per 100 pounds, as applied to the 
transportation of butter in C. L. from Parker, S. D., to Des 
Moines, Ia., is unreasonable and unduly prejudicial. Finding 
reached that upon this record commodity rate should not be 
established or the classification changed, and that the question 
whether the third-class rate is unreasonable is one that should 
be decided upon a more comprehensive record. Complaint dis- 
missed without prejudice to its further consideration, in the 
respect last noted, in connection with the general question of 
the reasonableness of the scales of class rates between points 
in South Dakota and points in Iowa, reserved by the Commis- 
sion in the Interior Iowa Cities Case, 28 I. C. C. 64, for future 
consideration. 

No. A911, Case No. 4326. Lipscomb-Russell Co. vs. South- 
ern Ry. Co. et al. 

No. A911, Case No. 4327. Gilreath-Durham Co. vs. Sou. Ry. 
Co. et al. 

No. A911, Case No. 4331. Markley Hardware & Mfg. Co. 
vs. Sou. Ry. Co. et al. 

No. A911, Case No. 4331, Sub, No. 1. Same vs. Sou. Ry Co. 
et al. 

Complaint seeks the establishment of rates from New 
York, Nv Y., to Greenville, S. C., not in excess of the rates 
contemporaneously in effect from New York to Atlanta, Ga., 
to which point Greenville is intermediate. No evidence was 
adduced to show that the rates to Greenville are unreasonable. 
In view of the Commission’s order in Fourth Section violations 
in the Southeast, 30 I. C. C. 153, no order with respect to the 
future rates to Greenville is deemed necessary. Reparation 
denied and complaint dismissed. 


INDICTMENT AGAINST P. & R. 


The Interstate Commerce Commission January 8 an- 
nounced the return of an imdictment at Philadelphia 
against the Philadelphia & Reading. It contains fifty-one 
counts. Fifty counts charge that the company engaged 
in transportation by means of a large line without having 
filed tariffs covering shipments. The other is based on 
the failure of the company to impose demurrage charges 
on coal at Woodlane, about eight miles from Port Rich- 
mond, on the ground that the tidewater demurrage tariff 
applying at Port Richmond does not apply. at that point. 
The primary object is to determine whether the Phila- 
delphia & Reading Transportation Co., which owns and 
operates the 75 seagoing barges that carry hard coal 
originating on the P. & R., is subject to the jurisdiction 
of the Commission. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men Who Keep in Touch With the 
Times—Contributions Are Welcomed 


RATES IN FIVE PER CENT ORDER 


Editor THE TRAFFIC WORLD: 

Referring to your issue of January 16, page 119, under 
caption, “Order in Five Per Cent Case.” 

In the latter portion of the third paragraph thereof 
the following is stated: 


Another point made in the discussion evoked by the order 
is that the rates checked in as a result of this order will not 
ee ae ee as were set forth in the tariffs suspended in 
r . No. 333. 


The foregoing statement is not correct. 
When the original five per cent advance rates were 





‘constructed and filed, the percentage groups and other rate 


relationships were observed as formerly, and at the hear- 
ing before the Commission it was explained that these 
methods would result in slight variations from an exact 
five per cent increase. The new rates recently filed were 
determined in the same manner and were substantially the 
same as set forth in the tariffs suspended in I. & S. 
No. 333. 

The supplemental order was issued by the Commission 
to recognize and permit the continuance of these adjust- 
ments, which the Commission stated in the order should, 
in the interests of carriers and of competition between ship- 
pers and receivers, be maintained, even though by so doing, 
some rates would be increased slightly more than five 
per cent. C. C. McCAIN, 

Chairman, Trunk Line Association. 

New York, N. Y., Jan. 19, 1915. 





FOUR MONTHS CLAUSE 





Editor THe TRAFFIC WORLD: 

I have had pleasure and derived much benefit from 
reading the articles in THE TRAFFIC WorLD. While there 
have been several articles written on the four months’ 
clause of the limitation contained in paragraph three of 
section three of the conditions printed on back of uniform 
bill of lading, I fail to find any case of the same nature 
that I am going to introduce. 

During the months of October and November of 
1913, we made three shipments of flour and meal via a cer- 
tain line to a given point in the state of South Carolina, 
shipments being made for the account of a brokerage firm 
in Columbia. After a period of fifty or sixty days, we were 
requested by the firm selling the products, to enter tracer 
and endeavor to locate the three shipments, they stating 
that their customer had claimed the goods not received. 

We immediately took the matter up with originating 
carrier, asking them to follow each shipment with tracer 
and advise us of arrival at point of destination. After 
tracing the local agent for information regarding the ship- 
ments and corresponding with other railway officials rep- 
resenting interested lines, we finally developed the fact 
that the shipments had been deliverd to consignee as 
they arrived, without requiring the surrender of the original 
order notify bill of lading. We then, being unable to make 
collection from consignee, filed claim direct with delivering 
line for full value of the goods, claim amounting to $222.15. 


Some time after our claim was presented we were in- 
formed by the freight claim agent that our claim was de- 
clined, he stating that claim not being filed in accord- 
ance with section three, paragraph three of uniform bill of 
lading, there was no liability with carrier. Shipments cov- 
ered by order notify bill of ladings is the property of the 
shipper until the original lading is surrendered by con- 
signee at destination, properly endorsed, and we are of 
the opinion that the line making delivery in this case is 
directly responsible to the shipper for full value of the 
goods, regardless of the fact that claim was not filed in 
accordance with conditions as printed on the uniform bill 
of lading. Will be pleased to hear from others on this 
subject, direct or through the columns of THE TRAFFIC 
Wor tp. MODEL MILL COMPANY, 

S. H. Cooper, Traffic Mer. 

Johnson City, Tenn., Jan. 18, 1915. 


TAP-LINE ORDER 


Editor THE TRAFFIC WORLD: 


In your issue of Saturday, the 9th inst., in a news 
item touching an order by the Commission, it was indicated 
that the Tap Line orders of May and October were set 
aside, but you failed to say that the July 29, 1914, order 
in the same case was also invalid as pertaining to this 
company. 

You also‘stated that the dismissal order was issued, 
even though the proprietary lumber company owned a less 
than majority of the bonds, when the order of dismissal re- 
cites and the fact is that the order was issued with the 
Commission’s knowledge that the minority stockholders of 
a lumber company own a minority of the bonds of this rail- 
road. No lumber company owns any of our bonds. 

Inasmuch as the Commission has gone to the extreme 
limit in arriving at the real relation of lumber men to the 
Fernwood & Gulf Railroad, and inasmuch as after a most 
rigid investigation regarding the “proprietary” control, the 
Commission has given us a clean bill of health, and because 
you omitted to embrace the vital July 29th order as a part 
of the dismissal, and because we want to see an accurate 
account of the Commission’s findings, and because, when 
stated inaccurately, others interested in Tap Line cases 
may form the wrong conclusions respecting the Commis- 
sion’s attitude respecting proprietary or non-proprietary 
relations—for these reasons I take the liberty to enclose 
you herewith a copy of the order: 


“It appearing, That since the supplemental report and 
the order entered by the Commission herein on May 14, 
1912, and the amended order entered on Oct. 30, 1912, the 
conditions recited in said report, respecting the Fernwood 
& Gulf Railroad Co. and its relationship to the Fernwood 
Lumber Co., referred to as the proprietary lumber company, 
have entirely changed, in consideration whereof and on the 
record as it now stands the Commission finds that there 
has been a full and complete separation of the said lum- 
ber company and the said railroad company; that at the 
present time no stockholder of the Fernwood & Gulf Rail- 
road Co. has any beneficial interest, direct or indirect, in 
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the Fernwood Lumber Co., or in any other lumber or manu- 
facturing company served by said railroad; that no such 
stockholder has any interest, direct or indirect, in tracts 
of timber in the vicinity of the said railroad or proposed 
extensions thereof, and, on the other hand, that no stock- 
holder in the Fernwood Lumber Co. or any other lumber 
company in that vicinity owns any stock or has any inter- 
est in the Fernwood & Gulf Railroad Co., with the excep- 
tion of a less than a majority interest in the bonds of 
said railroad company held by the stockholders of the 
lumber company as fully disclosed of record, and the Com- 
mission further finds that no officer, director or stockholder 
of the said railroad company now has any part in the man- 
agement of said lumber company for the conduct of its busi- 
ness, except that the president and general manager of 
the railroad is also general manager of the lumber com- 
pany, but is not permitted to decide any questions that 
may arise between the railroad and the lumber company; 
and, on the other hand, that no officer, director or stock- 
holder in said hkimber company now has any part in the 
management or operation of the said railroad, except as 
above indicated. 

“Tt further appearing, That the trackage arrangements 
described in said supplemental report of the Commission, 
whereby the logs of the said lumber company were moved 
to its mill, have been wholly terminated; that the joint 
operation by the Fernwood & Gulf Railroad and the Illinois 
Central Railroad of the switch tracks in the mill yards 
of the Fernwood Lumber Co. has been discontinued, the 
said switch tracks being now exclusively owned and oper- 
ated by the Fernwood & Gulf Railroad Co.; thereupon the 
Commission on the record finds that the said railroad com- 
pany no longer performs any plant facility service for the 
said lumber company, and the Commission further finds 
on the present record that there is no special contract 
or agreement expressed or implied, between the said rail- 
road company and th said lumber company or either of 
them, respecting traffic, the routing of traffic or trans- 
portation rates; 

It is ordered, That the said orders of May 14, 1912, and 
Oct. 30, 1912, and the second supplemental order entered 
herein on the 29th day of July, 1914, be, and they are 
hereby, vacated, and set aside in so far as they relate 
to the said Fernwood & Gulf Railroad Co., and that the 
said railroad company be, and is hereby, dismissed as a 
party to this proceeding.” 

FERNWOOD & GULF RAILROAD CO., 
Geo. Shine, Secretary. 
Fernwood, Miss., Jan. 11, 1915. 


REORGANIZATION OF THE COMMISSION 


Editor THe TRAFFIC WORLD: 

Reading recently your remarks about various plans 
for reorganization of the Interstate Commerce Commis- 
sion, brings to mind ideas I have had on the subject. 
Possibly they have been before suggested or are im- 
practical, but if they are of any value or interest to 
you, you may have them gratis. 

My idea is that the Commission is endeavoring to be 
policeman, jury and three or four kinds of judges at the 
same time. 

I think the locating of all infractions of the act or 
of Commission’s orders should be with, let us say, a 
“police” department. This would include the department 
of inspection of tariffs. The general procedure would 





be the same as ordinary police departments. 
Continuing, then, there would be a sort of district 
court, with a deputy commissioner, to whom all cases 
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of limited application would be referred. This Commis- 
sion would hear and give decision, but said decision would 
be subject to appeal along the lines of usual court pro- 
cedure as might fit the conditions. 

I think there are many cases coming before the Com- 
mission that can be decidéd acceptably to both parties 
by such method. 

The Commission thus would be in absolute control 
of the entire situation. 

It is my frank opinion that the trouble is that the 
Commission is rapidly making itself a general traffic 
manager for everybody instead of acting as a court of 
justice to transportation. 

According to my view of the present situation, ap- 
parently every dealer and shipper are ¢onsidered crooks 
until investigation develops otherwise. Let us, for a 
while, consider them honest until proven otherwise. 

I would also make another suggestion in regard to 
convictions showing collusion between a carrier and 
shipper for rebating, and that is, that the basis used for 
such rebating be considered for the future as a basis of 
reasonableness for said rate. 

E. Sutcliffe. 

East Cambridge, Mass., Jan. 9, 1915. 





DOINGS OF THE TRAFFIC CLUBS 





The Transportation Club of Indianapolis will hold its 
fifth annual dinner at six o’clock Friday evening, Feb- 
ruary 5, at the Claypool Hotel. The speakers will be 
William Jennings Bryan, secretary of state, on “The 
Railroads’ Relation to the Business World;” John Barrett, 
director-general of the Pan-American Union, on “The De- 
velopment of Trade Between North and South American 
Republics,” and President John Cavanaugh, of Notre Dame 
University, on “The Fly in the Ointment.” The object 
of the banquet, as announced, is to give to the business 
interests of Indiana vitally important information relative 
to developing trade and improving the commercial and 
transportation conditions at home and abroad. 


The Traffic Club of Chicago will have a formal dance 
Wednesday evening, January 27, in the Hotel La Salle 
ballroom. 


The Traffic Club of Fort Worth has elected R. E. 
Lay president and re-elected R. R. Wilson secretary. 


Two years ago the Transportation Club of Seattle 
conceived the idea of exploiting canned salmon, one of 
the greatest industries of the Pacific Northwest, and has 
achieved success by making “National Canned Salmon 
Day” an annual event throughout the United States and 
Canada. The governors of the coast states have here- 
tofore, and will again this year, proclaim the day, and 
the club is requesting the governors of every state in the 
Union to issue a like proclamation, proclaiming Friday, 
March 12, 1915, as the date of this year’s celebration. 
Every traffic and transportation club in the United States 
is also being requested to assist in furthering this enter- 
prise, by giving a luncheon, dinner or banquet on Friday, 
March 12, 1915, featuring “Canned Salmon” and giving the 
event as much publicity as possible. For the last two years 
the club on the day chosen has prevailed on nearly all 
the railroads and steamship lines in the United States 
and Canada to feature the day by serving canned salmon 
on their dining cars, in hotels, restaurants, lunch rooms 
and on their ships, their menus being printed on a cover 
furnished by the club. In addition, the wholesale and 
retail grocers’ associations, hotel and restaurant men’s 
associations co-operated. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. THE TRAFFIC 
WORLD Will Be Pleased to Answer Inquiries Concerning Any 
Device or Method Mentioned in This Department 


PACKING FAULTS AND CONSEQUENCES 


Seat tee 
(Consul Walter F. Boyle, Ciba, Honduras.) 


The reputed failure of American exporters prop- 
erly to pack goods for foreign shipment has been 
forcibly brought home to the writer. On appointment 
to his present post he bought from New York export- 
ing houses much of his household furniture, etc., and 
in each instance was particular to impress on the 
sellers the necessity of compact packing because of 
the reckoning of ocean freights by cubic feet of dis- 
placement rather than by weight. 

Notwithstanding this admonition, the goods were 
packed without regard to size or weight of packing, 
and it became necessary to pay about 150 per cent 
more for freight than was necessary; and had it not 
been for the fact that an American consul’s goods are 
admitted free of duty, the excess of customs charges 
would have been fully 75 per cent, as the customs 
tariff in Honduras is based on the gross weight of im- 
portations. Not only were the goods packed in cases 
far in excess of any necessity, but in one or two in- 
stances their size was such as to render théir landing 
from lighters on the open beach almost impossible. 

Business houses in this district state that they all 
have trouble with the packing of goods from the 
United States, and that, to protect themselves, they 
stipulate in their orders exactly how the shipments 
shall be packed, with the agreement that deductions 
may be made for excessive freight or customs charges 
arising from failure to pack as prescribed. They claim 
that in many instances they are forced to make these 
deductions. 

Exporters to Honduras should remember that 
Ocean freights are based on cubic feet of displace- 
ment (save where the freight would be greater on a 
weight basis), and that customs duties are collected 
on the gross weight of the shipment; also that, while 
there are some wharves in this district, the possibility 
of landing from a lighter on an open beach must be 
contemplated. Articles in boxes about. 1 by 1 by 3 
feet in size, with a weight of 100 pounds or less, may 
be transported to the interior readily by pack trains, 
and although there is little commerce of that kind in 
this consular district, it is well to pack goods with 
ultimaté carriage by pack train in view. 

(Commercial Agent Garrard Harris, Guatemala City, Guate- 
mala.) 

In Guatemala City I heard much complaint about 
careless packing by American exporters, and one busi- 
ness man who has lost much by lack of care on the 
part of American houses called my attention to two 
boxes of thread that he had just received from a well- 
known English firm. Each box was neatly covered 
with new burlap, on which the address of the mer- 
chant was printed with marking brush. The removal 
of the burlap revealed two boxes of tin, soldered up 








and absolutely air and moisture proof. The tin top 
was cut with a can opener and turned back. Inside 
the boxes were lined with clean brown paper and the 
spaces between the packages of thread were carefully 
filled with paper and excelsior. The package was thor- 
oughly compact and would stand any amount of rough 
handling. It could have been dumped in the ocean 
and the contents would not have been affected. 


The boxes were 72 by 47 by 51 centimeters 
(28.35 by 18.50 by 20.08 inches). Each weighed 8 
pounds with the burlap off, and the burlap weighed 
not quite 2 pounds. The merchant said this was one 
of the very best examples of packing of which he 
knew, but that as a rule English and German packing 
was entirely satisfactory; that there was no complaint 
about European goods arriving in damaged condition, 
whereas the American goods were frequently badly put up, 
entailing loss, claims for damages, and unpleasant cor- 
respondence. A sample of the tin of which the boxes 
were made, the lining paper, a piece of the _ burlap, 
and two photographs of the boxes are forwarded [and 
will be loaned to those interested by the Bureau of 
Foreign and Domestic Commerce]. 


(Vice-Consul-General A. E, Carleton, Hongkong, British China.) 


The marked difference in the packing methods of 
European countries and the United States has been 
brought to the notice of the writer through a circular 
letter addressed to local agents of steamers trading 
between Hongkong and New York. In this circular 
the secretary of the Hongkong & Kowloon Wharf & 
Godown Co. says, among other things, that the pack- 
ing of case cargo from the United States frequently 
consists of thin wood of insufficient “strength to stand 
the handling into lighters and godowns; that in some 
instances the cases are second-hand and the nailing 
often carelessly done. On the other ‘hand, he states, 
cargo from Europe is packed in cases that are gen- 
erally new, strong, and well made, rendering it pos- 
sible in the majority of instances to detect any actual 
damage in transit. 


The important point in this letter lies in the fact 
that the secretary gives notice that unless the packing 
is materially improved the company will decline all 
responsibility for cases of New York cargo. The ac- 
tion of this godown company—the largest in Hongkong 
—should be thoroughly understood by the American 
manufacturer and exporter, for bad packing is the 
origin of many claims, which abroad are difficult to 
settle, and it is likewise true that business has been 
irretrievably lost because of faulty packing. There 
are firms in Hongkong that are pleased with the way 
goods ordered by them from the United States are 
packed, and they have no complaint to make. Bad 
packing, therefore, on the part of American firms is 
not necessarily the rule, but exceptions are sufficiently 
numerous to cause the warning to be issued. 
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PERSONAL NOTES 


James W. Carmalt, appointed to be chief examiner for 
the Interstate Commerce Commission to fill the vacancy 
caused by the resignation of Ross D. Rynder, is a native 
of Susquehanna County, Pennsylvania, where he was born 
in 1872, living in Montrose until he went to New York 
City to practice law. He has been with the Commission 
since 1909, beginning in the division of carriers’ accounts, 
where he remained until 1912, when he became confidential 
clerk to Chairman Harlan. When John S. Burchmore, 
special examiner attached to Chairman Harlan’s staff, re- 
signed to practice law in Chicago, whither Mr. Rynder has 
also gone, Mr. Carmalt took his place and then opportuni- 
ties presented themselves for the display of the qualities 
which caused him to be selected to fill the office of chief 








Photo by Harris & Ewing. 
JAMES W. CARMALT. 


examiner. He took a large part in the industrial railways 
and five per cent cases. Inasmuch as the industrial rail- 
ways case involves mostly the question as to whether the 
service performed is not a service for the shipper rather 
than for the railroad, it was natural that he should give 
much attention to that part of the five per cent case which 
is known as the special and free services part of the in- 
quiry. As examiner or attorney for the Commission in 
those matters, it was his duty to bring forward the facts 
disclosed to agents of the Commission as to the character 
of service performed by the industrial railroads, by the 
trunk lines in switching for receivers and shippers of car- 
‘ load freight, and services rendered by the carriers under 
the trap and ferry car tariffs. The reports based on the 
facts marshalled by him brought about the I. and S. in- 
quiry now proceeding with regard to the setting of cars 
on private sidetracks, which is so closely related to the 
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industrial railways, trap car and special services matters 
that it is hard to say where one case begins and the other 
ends. Mr. Carmalt is a graduate of Hamilton College, 
class of 1895. Then he studied law at Columbia Law 
School and was admitted to the bar in New York in 1898, 
beginning practice in New York City as soon thereafter as 
possible. From 1900 to 1909 he was employed by the New 
York city railways, coming from there to the Commission. 

R. P. Buckingham, Jr., traveling passenger agent of 
the Missouri, Kansas & Texas Railway, with headquarters 
at Houston, Tex., has been appointed commercial agent 
at Waco, Tex. 

W. P. Lockwood, president of the Transportation Club 
of Seattle, was born in Rome, Wis., Dec. 5, 1868. His 
parents removed to southern California in 1873, where 
he spent his boyhood, removing to Oregon in 1882. He 





WwW. P. LOCKWOOD. 


received a common school education up to the age of eight- 
een. He engaged in farming, real estate, insurance and 
banking until January, 1897, when he entered the service 
of the Spokane Falls & Northern Railway, which is now 
a part of the Great Northern Railway, being promoted 
from cashier to traveling freight and passenger agent in 
six years’ service. He entered the service of the Wis- 
consin Central Railway Feb. 1, 1903, and that line being 
absorbed by the Minneapolis, St. Paul & Sault Ste. Marie 
Railway in 1910, he became general agent, which position 
he still holds. He is a charter member of the Trans- 
portation Club of Seattle, which was organized in 1911; 
served two years as director and chairman of the house 
committee, and was elected president Oct. 10, 1914. The 
club has a membership of nearly 500, and is growing 
rapidly. In September, 1914, he was elected a member 
of the Supreme Nine on the governing board of the Con- 
catenated Order of Hoo-Hoo at its twenty-third annual 
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meeting at Winnipeg, Man., being elected to the position 
of Supreme Junior Hoo-Hoo. He is also a member of 
several of the leading clubs, civic organizations and fra- 
ternal orders in Seattle. 

John M. Brewer, freight claim agent of the Southern 
Pacific Co., died suddenly at a San Francisco sanitarium 
this week of paralysis of the throat. Mr. Brewer formerly 
was private secretary to William Sproule, president of 
the Southern Pacific. 

H. V. Dinniene is appointed acting Pacific Coast agent 
of the Traders Despatch at San Francisco, Cal., vice 
H. C. Ewing, resigned to accept service with the Lehigh 
Valley Railroad. The latter has opened a freight and 
passenger soliciting office in San Francisco, and Mr. 
Ewing has been placed in charge. He will have the title 
of general agent. ; 

The appointment of J. W. Carmalt to be chief exam- 
iner of the Interstate Commerce Commission, vice Ross 
Rynder, resigned, has been followed by an enlargement of 
the force of the chief examiner. G. M. Crosland, who 
has been confidential clerk to Commissioner Clark, has 
been assigned to the chief examiner’s office as an assist- 
ant. The probabilities are that the title of assistant chief 
examiner will be bestowed upon him. 


B. H. Hartley, commercial agent of the Seaboard Air 
Line, at Atlanta, Ga., has been appointed general agent 
of the Seaboard Air Line and the Carolina, Atlantic & 
Western, with office at Charleston, S. C., in charge of 
freight and passenger traffic in Charleston territory, and 
D. P. Hartley has been appointed commercial agent of 
both roads, with office at Charleston, S. C. J. F. Cheney 
has been appointed commercial agent of the Seaboard 
Air Line, with office at Atlanta, Ga., succeeding B. H. 
Hartley. W. A. Fulwiler, commercial agent at Oklahoma 
City, Okla., has been appointed general agent at Tampa, 
Fla., in charge of freight and passenger interests at 
Tampa and at points in the Tampa territory, and J. T. 
Baird has been appointed commercial agent, with office 
at Oklahoma City, Okla., succeeding Mr. Fulwiler. 


KEEPS EVERY COPY. 
The Traffic Service Bureau: 

We are further obliged for your letter of 11th inst. 
with reference to the Croninger case, and have located 
the issue of Jan. 18, 1913. We have kept every copy of 
The Traffic World since our original subscription, over 
two years ago, when this department was organized, and 
intend to do so. We find them a very present help in 
time of trouble. 

J. Marshall, Manager, Toronto, Board of Trade. 

Toronto, Ont., Jan. 13, 1915. 


PROCEEDINGS BEFORE COMMISSION 

In the year 1914, 149,031 publications were filed with 
the Interstate Commerce Commission containing rates, 
classifications, fares or charges; there were filed 7,600 
informal complaints, 5,514 applications under the “special 
docket,” 1,081 formal complaints and 188 proceedings in- 
stituted under “I..and S. docket.” One hundred and forty- 
seven of the cases which came under the I. and S. docket 
were disposed of. Of the formal complaints 643 were de- 
cided and 179 dismissed, leaving the balance on the docket. 


PACIFIC CAR DEMURRAGE. 

The report of the Pacific Car Demurrage Bureau for 
November, 1914, shows 3,125, a percentage of 02.10, cars 
held overtime, as against 4,197, a percentage of 02.94, for 
November, 1913. 
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FREE RECONSIGNMENT 
Brief in Powell-Myers Case Argues That It Isa 
Necessity in Lumber Business and 
Commerce Generally 





The Powell-Myers Lumber Co., of South Bend, 
Ind., having had trouble with railroad carriers in the 
matter of their attempts to eliminate the privilege of 
free consignment, decided to make a test case and 
therefore filed with the Interstate Commerce Com- 
mission complaint against the L. & N. and C., B. & Q., 
Docket 7325, a hearing on which was held in South 
Bend Dec. 8, 1914. . The complainant requested and re- 
ceived permission to file a brief in the entire matter, 
which has now been prepared and filed by H. J. Ald- 
worth, the company’s traffic manager, and Stuart Mac- 
Kibbin, counsel. ‘ 

After making a statement of the case and an ab- 
stract of the evidence on both sides,.the brief says: 

“The uncontradicted evidence is that the privilege 
of reconsigning is necessary to the complainant in a 
successful carrying on of its business, and complain- 
ant’s testimony sets forth such necessity and reasons. 

~ “It is well understood that where a jobber, broker 
or middleman, using the last term in its broadcast 
sense, has worked up a line of customers to whom he 
Sells, where shipments are made from the manufac- 
turer to the consumer, as is the general rule, if the 
manufacturer or producer, and consumer, ‘are to be 
brought together and become acquainted soon they 
will be doing business with each other, and the busi- 
ness of the middleman will be terminated. A recon- 
signment with a new bill of lading prevents the con- 
sumer from ascertaining the origin of the goods or the 
manufacturer, or producer, from ascertaining the des- 
tination. 

“This is legitimate and proper and is recognized 
as such by the Act to regulate commerce. In the 
fifteenth section thereof it is made unlawful for any 
common carrier or other person, having the informa- 
tion, to disclose to or permit to be acquired by any 
person or corporation other than the shipper or con- 
signee any information concerning the nature, kind, 
quantity, destination, consignee or routing of any prop- 
erty tendered or delivered to such common carrier for 
transportation, which information may be used to the 
detriment of such shipper or consignee, or which may 
improperly disclose his business transactions to a com- 
petitor. It being the intent of the Act that the point 
of origin or destination of shipments is a right of 
privacy, a business secret so to speak of shipper or 
consignee, the duty, therefore, is on carriers to adopt 
such measures and practices as to carry out the in- 
tent. 

“The Commission should take into consideration 
the testimony obtained during their recent jnvestiga- 
tion of weighing practices of various carriers through- 
out the country, where it was shown that a large ma- 
jority of the weights obtained at the point of origin 
were more or less erroneous. It was also shown that 
a shipper, especially a wholesaler, jobber or middle- 
man, has no opportunity whatever of knowing the 
weight of lumber as ordered shipped by him until 
same arrives at destination and he receives settlement 
of invoice from which the actual freight charges were 
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deducted. Were there to. be an overcharge in weight, 
he has no recourse whatever, as it is a well-known 
fact that where a weight is obtained at point of origin 
and no check weight obtained in transit, it is pre- 
sumed that the point of origin weight is correct. 
Where the wholesaler, jobber, or middleman is ac- 
corded the advantages of reconsignment, he is in a 
position to know from the new bill of lading issued at 
the reconsigning point what the actual net weight of ship- 
ment in question is and if same exceeds his estimate 
weight he has the opportunity of reweighing the car; 
thus ascertaining whether there is any discrepancy in 
the original weight. 

“This Commission has recognized reconsignment 
as not only a condition of modern business, but as a 
necessity under proper conditions and circumstances 
and under proper regulations: 


Diversion and reconsignment are required in the conduct 
of modern business and are to be regarded as commercial 
necessities. Central Commercial Co. vs. Louisville & Nashville 
R. R. Co., 27 1. C. C. 114 on page 115. 


“This Commission in Detroit Traffic Assn. vs. 
L. 8S. & M. S. ‘Ry. Co., 21 I. C. C., 257, on p. 259, sets 
forth at considerable length the benefits resulting in 
. commerce from the privilege of reconsignment, and in 
fact shows the practical necessity of such privilege. 
The Commission said: 


The primary economic advantage of reconsignment is found 
in the increase in the fluidity and regularity of the movement 
of commodities; there is an important elimination of economic 
waste in the reduction of the handling of goods between the 
producer and the consumer, celerity of movement is increased, 
the direction of commodities to the point of most active demand 
is facilitated. In other words, reconsignment increases the effi- 
ciency of transportation facilities in performing their most im- 
portant function of bringing together supply and demand. 


“The Commission illustrates this statement by 
reference to the reconsignment of coal, which was the 
particular question before the Commission in the case 
referred to, and shows further that it is the function 
of the broker at the distributive center to avoid con- 
gestion by regulating the flow between producer and 
consumer. We refer to p. 259-261 of the opinion above 
cited. 

“In these pages the Commission shows the ad- 
vantage and the economy of reconsignment to all the 
classes interested, viz., the producer, the consumer, in- 
cluding therein the dealer, and the carrier as _ well. 
The above part of the opinion is cited and referred 
to again by this Commission in Becker vs, Pere Mar- 
quette Ry. Co., 28 I. C. C. 645, on page 651. 


Reconsignment a Vital Necessity. 


“All that is said in the opinion in the Detroit case 
regarding the necessity of reconsignment to the coal 
business and the economic benefits resulting there- 
from applies with equal force to the lumber business. 
It is a well-known fact that there are a large number 
of small producers of lumber, especially in the South, 
mills of small capacity, cutting but a few thousand 
feet a day, frequently timber that is owned by others 
and not by the owner of the mill. The owners of 
such mills are almost invariably men with small cap- 
ital. It is necessary for them to secure advances or 
advance payments on their lumber as fast as the same 
is manufactured and before it is fit for market. Banks, 
as a rule, cannot and will not give such accommoda- 
tion, and in many instances it would be illegal for 
them so to do. The consumer, i. e. the manufacturer 
or builder who needs lumber, generally buys it as he 
needs it and when the same is ready for use, except 
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in the case of some large manufacturers with large 
storage yards. The universal custom is for consum- 
ers of lumber to buy lumber as required of the kinds, 
and quantity required, lumber that is cured and fit for 
use and use it as quickly as possible, but consumers, 
whether large or small, do not make advances to mill 
men or finance saw mills. 

“A consumer who desires to buy an occasional car 
of lumber is not in a position to canvass manufac 
turers, find who has the same for sale, where it is, in- 
vestigate freight rates, and do the other things neces- 
sary to intelligently make a purchase, nor does the 
producer on the other hand have nor can he have a 
knowledge of consumers and of the markets to enable 
him to sell and dispose of his product when the same 
is ready for disposal. Hence, from the necessities of 
the case there has arisen a class of middlemen, vari- 
ously denominated according to their methods of busi- 
ness, brokers, factors, wholesalers, who serve as an 
intermediary and enable the producer to market his 
output and be paid therefor, and the consumer to pro- 
cure his supplies as he needs them. 

“The respondent railway company in the evidence 
of Mr. Mohr, which was more of an argument under 
oath than a statement of fact—Exhibit~4 on page 6 
thereof—objects to the reconsignment privilege on the 
ground that it will increase the number of brokers. We 
submit that this is no concern of a common carrier. 
It is the duty of a common carrier to furnish trans- 
portation facilities at a just and reasonable charge to 
the public and not to encourage or discourage any line 
of business or class of business men. 

“What this Commission in substance said in In- 
dianapolis Freight Bureau vs. C. C. C. & St. L. Ry Co., 
26 I. C. C. 53, on p. 58, applies to the instant case. 
Speaking of the argument made by the railroads in sup- 
port of their practices, that it was done to aid certain 
communities and certain shippers, the Commission in 
substance says: 


We have never recognized the right of a carrier to fix its 
rates to or from a given point on a higher level than they 
otherwise would be in order to prevent one community from 
competing with another, or to keep the products of one com- 
munity out of a territory, the wants of which may be fully sup- 
plied by another community. 


“What was said by the Commission with reference 
to competition between communities or the commercial 
rights of communities, applies with equal force to the 
argument of defendant that an extension of the right of 
reconsignment would increase the number of brokers, and 
we again refer to the language of the Commission in the 
Detroit and the Pere Marquette coal consignment cases 
quoted supra, as to the necessity of and usefulness of 
brokers in facilitating the transactions of modern business. 

“As regards congestion at terminals, there is a dearth 
of evidence to show that the anticipated results would 
follow the granting of reconsignment privileges by the 
defendant railroad, but if it would result in such con- 
gestion that can be met in an entirely different way. 
Tariffs provide or can be made to provide for demurrage 
charges when cars are held without unloading beyond a 
specified time, and if it should be found in practice that 
shippers were using the cars and terminals of defendant 
as storage yards while availing themselves of the recon- 
signment privilege, proper regulations could be made and 
charges assessed to discourage any such practice. As 
was said by this Commission: 


This question of detention, however, is one that must be 
worked out by itself, and it isnot well that the advantages o/ 
reconsignment should be thrown away in order to avoid abuses 
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that can be remedied in other ways. (Detroit Traffic Assoc. vs. 
L. S. & M. S. Ry. Co., 21 I. C. C., 257, on p. 261. Quoted and 
approved in Becker vs. Pere Marquette R. R. Co., 28 I. C. C., 
645, on p 655.) 

Trouble and expense to the carriers is no argument or 
reason against the privilege of reconsignment. The Supreme 
Court has held regarding the allowance of reconsignment that 
a fair charge should be made to cover the actual expense and 
also a profit thereon. (So. Ry. Co. vs. St. Louis Hay and Grain 
Co., 214 U. S. 297.) 


“But the defendant L. & N. Ry. Co. is not in a position 
to insist that any charge should be made for the recon- 
signment of lumber, for the reason that it now allows 
reconsignment of commodities in five different instances 
without charge to the shipper; it follows, either that the 
railroad company is mistaken in its statement that trouble 
and expense are connected with the reconsigning of a car, 
or else it is furnishing gratuitous services to a class of 
shippers at the expense of other classes of shippers. 

“This Commission has held in two cases that under 
certain conditions reconsignment should be without charge. 
In the Detroit reconsigning case, 25 I. C. C., p. 392: 


That where a reconsigning order is given before the car 
reaches Detroit, the terminal, the reconsignment should be 
without charge, putting upon the carrier, however, the duty of 
giving the shipper or consignee the passing notice when the 
car reached Toledo. 


“Pere Marquette reconsigning case, Becker vs. P. M. 
R. R. Co., 28 I. C. C., 645: It was held, p. 656, that where 
reconsigning disposition was given before the cars reached 
Milwaukee the service should be free, the carrier, how- 
ever, being required to give a passing notice in time for 
the shipper or consignee to make such disposition before 
the arrival at Milwaukee. 

“In the two cases last cited the question of terminal 
congestion, reconsignment charge and other questions 
involved in this case are discussed at great length by “he 
Commission. 

“Defendants lay considerable stress on the fact that 
promiscuous reconsigning will result in considerable addi- 
tional expense, congestion of terminals and shortage of 
car equipment; and, as an answer to these statements, 
we call attention to at least one carrier, viz., C. & E. I. 
R. R., who openly solicit consignments of lumber to 
points on their line for reconsignment. This line evidently 
considers that the cost of reconsignment is nominal and 
is offset by the additional revenue they obtain though 
greater movement of the commodity in question over their 
lines. 

“In the case of the Dietz Lumber Co. vs. A. T. & 
S. F. Railroad Co., 22 I. C. C., 75, the Commission said: 


The reconsignment privilege, whereby protection of the joint 
rate is secured, is not one to be demanded by the public as a 
matter of right; but is a condition voluntarily extended by the 
earriers and its application must be uniform. 


“Inasmuch as this privilege has been voluntarily ex- 
tended without cost by a large majority of the carriers 
throughout the country, and in certain instances and 
under certain conditions by defendant, it is only fair to 
assume that the cost of reconsignment, prior to the arrival 
of cars at the first destination, is so immaterial as. to be 
of little consideration; otherwise, the carriers would have 
long since discontinued this practice by reason of their 
being unable to carry same out on account of the excessive 
cost to them, but where carriers_ openly solicit consign- 
ment of lumber to a reconsigning point and spend 7con- 
siderable money in salaries for representatives to solicit 
this business as well as maintain additional help to per- 
form this service, it is only safe to assume that the 
reconsigning privilege is a benefit to them instead of a 
detriment, for the reason that the cost of the reconsign- 
ment is made up in the additional revenue the carriers 
obtain by maintaining such a privilege. 

“Defendant’s Exhibit No. 4 goes to considerable 
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trouble in the endeavor to show that reconsignment would 
result in congested terminal facilities, would prevent the 
free movement of legitimate traffic that is offered, would 
delay traffic billed through to destination, increase the 
cost of operation, bring about a shortage of car equip- 
ment, make it necessary to increase their terminal fa- 
cilities, make them responsible for errors of omission or 
commission, materially change the method of doing busi- 
ness in southern territory, all of which, in our opinion, are 
not statements of fact, but merely an assumption, as 
past conditions have not shown that the free and un- 
restrictive privilege of reconsignment has caused any of 
the conditions as stated by the defendant. On the other 
hand, conditions in the past have clearly shown that 
reconsignment is a benefit to carriers and to public wel- 
fare. It might be well to state that complainants handle 
from one hundred to one hundred and fifty cars per month, 
all of which are reconsigned; and of this number of cars 
approximately 90 per cent are reconsigned prior to their 
arrival at the first destination and the balance of 10 per 
cent are reconsigned within twenty-four hours after their 
arrival at destination. In a very few cases it has been 
necessary to hold a car longer than the free time allowed, 
and when this is done complainants make no objections 
to paying demurrage as provided for in the tariffs of the 
carriers. 

“In fact, we fail to see how terminal congestion has 
any connection with reconsignment. Reconsignment as 
defined by the Commission is a privilege by which goods 
may be forwarded to a point other than the original 
destination without removal from the car, and at the 
through rate from initial point to that of final delivery. 
It is the protection of the through rate that distinguishes 
reconsignment from reshipment. If a car of freight is 
to go beyond the terminus of a road or to be delivered 
at a junction point, and reasonable notice be given to 
the carrier, it is not necessary that the car should go 
into terminal yards in order that it may go on beyond the 
original destination. If a boat bound from Chicago to 
Ludington upon Lake Michigan receive in midlake by 
wireless an order to change its destination to Manitowoc 
or Escanaba or some other lake port, it would not be 
argued that it would be necessary for the boat to enter 
the harbor at Ludington or Muskegon and there dock in 
order to change its course in order that it may go to the 
new destination. A twist of the wheel will make the 
change. 

Rules Discriminative and Illegal. 


“It is no answer to the contention of complainant to 
say that reshipment, as the same is defined by this Com- 
mission, and the increased cost to the shipper, or recon- 
signment as practiced in the instant case, according to 
the rules of the defendant L. & N. Ry. Co., will enable 
the shipper to conceal the point of origin or destination 
of the shipment or to divert the same to a market dif- 
ferent from that originally intended. And the reason is 
that such procedures; either reshipment or reconsign- 
ment—as in the instant case—greatly increases the cost 
of shipment—in the instant case from 21 cents to 32 
cents per cwt.—without any proven or provable benefit 
to the public—which it is the carrier’s duty to serve—or 
a correspondingly increased service performed by the 
carrier justifying the increased charge. 

“Suppose the shipmeyt in question had been billed 
to Quincy, Ill., from the same point of origin, the rate 
would have been 21 cents; of that there is no dispute. 
Instead, the shipment was billed to an intermediate point 
and reconsigned, commercially speaking; this increases 
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the cost of the shipment to 32 cents. What increased 
service was performed by the carrier which justifies. an 
increase in the charge from 21 cents to 32 cents? The 
evidence of the defendant’s witness, Mr. Mohr, record p. 
28, was that the actual cost of performing the service 
under the facts and conditions of this case was $11.38, 
Exhibit 3, whereas the increased transportation cost is 
$55.22, deducting demurrage, but it was admitted that 
several items charged in Mr. Mohr’s statement, Exhibit 
No. 3, would not be incurred if reconsignment in transit 
as contended for by complainant were allowed, record p. 
41, et seq. 

“It is practically conceded in this case that the tele- 
graphing of an order to catch the car and a little clerical 
work in a new waybill and a new Dill of lading is all 
the cost which the carrier would have incurred or the 
trouble it would have been put to, so what reason is there 
that for a slight, if any, cost this carrier should be per- 
mitted to make what is practically a reconsignment charge 
of $55.22? The service rendered to the shipper and the 
small work performed in changing the destination of the 
car is no greater in the case of reconsignment than if 
the car had moved on a through bill of lading. 

“Suppose again that the car had moved to Cairo and 
there had been reshipped to Quincy, Ill.; it is conceded 
that the proper charge for this service would have been 
26 cents, an increase of 5 cents, or practically 25 per cent 
over the through rate. What greater service is rendered 
by the L. & N. Ry. Co. in moving the car to Cairo on a bill 
to that point and their delivering to a connecting carrier, 
or moving the car through Cairo and delivering it to the 
same carrier on a through bill from point of origin lo 
Quincy, Ill., that would justify the L. & N. in depriving 
the shipper of reconsignment in transit and compelling 
it to move the car to Cairo and there reship it? 

“Further, it should not be overlooked, that the de- 
fendant L. & N. Ry. Co. allows reconsignment. It allows 
free reconsignment to certain classes of merchandise, 
under certain conditions; it also allows reconsignment, 
using reconsignment in the commercial sense, but without 
protection of the through rate. 

“As it was held by the Commission, ‘on the reconsign- 
ment and storage of lumber and shingles, in re advance 
rates on lumber and shingles’ (27 I. C. C., 451), in effect, 
that a carrier may not grant reconsignment upon one 
class of merchandise and not grant it on another, nor 
can it allow reconsignment privileges at one point and 
not allow it at another. In other words, there can be no 
discrimination in the allowance of reconsignment privi- 
leges. 


REVOLVATOR 


Reg. U. S. Pat. Off. 


In the warehouse, where all sorts of 
packages are piled and unpiled contin- 
ually, the method of handling is very 
important. The Revolvator will enable 
two men to pile goods, whether they 


run uniform in cases, rolls, etc., or not, 
bettes, quicker, cheaper and more safe- 
ly than four to seven men working by 
hand. 


It will pay you to investigate this 
machine. Write for Bulletin TR 28, 
“The Revolvator.” 


N. Y. REVOLVING PORTABLE ELEVATOR CO. 38,SARGELP AVE. 





“So that upon the record we have this situation: 
That the respondent L. & N. Ry. Co. in its reconsignment 
rules discriminates against certain commodities and in 
favor of others, it discriminates. against certain classes 
of shippers and shipments and in favor of others, and in 
its reconsignment rules, in cases other than the five set 
forth in which free reconsignment is allowed, it makes 
an excessive charge for the service actually rendered.” 


INDICTMENTS AT SPOKANE. 

It has been reported to the Interstate Commerce Com- 
mission that J. J. Lohrenz, a contractor at Spokane, Wash., 
has pleaded guilty to a five-count indictment charging 
violation of section 10 and has paid a fine of $500. 
Lohrenz, as consignee, received shipments of brick from 
the Potlatch Lumber Co. at underbilled weight, which 
resulted in Lohrenz paying less than the published rate. 
The lumber company paid a fine of $3,000. A ten-count 


indictment is pending agianst J. E. Cunningham, another } 


contractor, who is also accused of receiving underbilled 
shipments. 


INDICTMENT AT ST. LOUIS. 


The division of investigation of the Interstate Com- 
merce Commission has received a report saying that the 
grand jury at St. Louis, January 16, indicted the Edward 
Schiele Distilling Co. of St. Louis on five counts. The 
company is accused of making false loss and damage 
claims, based on shipments of whisky. The allegation 
is that instead of presenting copies of original invoices 
the company made new ones ‘in which the value of the 
lost goods was increased from 20 to 50 per cent. Pay- 
ments were made upon this basis. 


POSITIONS WANTED OR OPEN 


WANTED—Position as INDUSTRIAL TRAFFIC MAN- 
AGER with a manufacturing or commercial concern in 
the East, where ability and results count, by a married 
man, thirty-one years old, having had thirteen years’ 
experience in all departments of shipping, and who has 
just successfully completed the Interstate Commerce 
Course of La Salle Extension University, and is familiar 
with the latest I. C. C. rulings, classifications and tariffs. 
References. Address B. Z. 94, The Traffic World, Chi- 
cago, Ill. 

LA SS TRALEE MRI EN TE TA Scie a a 

WANTED—TRAFFIC MAN, now employed, wants to 
connect with industrial or commercial organization. 
Twelve years’ actual experience, and capable in every 
way of securing results. Will consider position as assist- 
ant traffic manager if salary is suitable; best of refer- 
ences. Make me an offer quick. S. 124, The Traffic 
World, Chicago, Ill. a 
Ce SLT I TT IEEE KI TI RE NEE RRL TA NI 

TRAFFIC MANAGER—A competent TRAFFIC MAN, 
whose position has been jeopardized by the European 
war, desires connection with reliable industrial or com- 
mercial concern. Age thirty-eight years; married; tem- 
perate. Experience: Fourteen years in various freight 
departments of New England Railroad, entirely in con- 
nection with rates and tariffs, and six years as traffic 
manager for number of paper mills, scattered over the 
country. Broad knowledge of rates and tariffs over the 
United States and abroad; also of I. C. C. rules, regula- 
tions and decisions. Conducted cases before the Com- 
mission. P. B. 21, The Traffic World, Chicago, Il. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete. 


Security Warehouse Company 


MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage Space. 
Motor Truck delivery in Minneapolis and St. Paul. 


Judson Freight Forwarding Co., Inc. 


CHICAGO 433 Marquette Bullding 
ST. LOUIS . 1501 Wright Bullding 
Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 





Terminal Transfer & Storage Company, Inc. 
U. 8. Bonded Transfer Mobile, Alabama 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 





D. A. MORR TRANSFER CO. 


KANSAS CITY, MO. 
2114-2120 Central Street. 
TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES 


Direct Connections With All Raliroads. Fireproof Storage, 
Sprinkler System. 





BARNESON-HIBBERD WAREHOUSE CO. 
SAN FRANCISCO, CAL. 


Main Office, 310 Sansome St. Telephone Sutter 940. 

China Basin Warehouse and Wharves, foot of Fourth 
St., with spur track. General Storage. Grain and Beans 
cleaned, polished and graded. Forwarding Agents and Pub- 
lic Weighers. Spur Track connection with all Railroads 
entering San Francisco. China Basin Warehouses and 
Wharves the only public facility in San Francisco where 
deep water, rail and public warehouse meet. No drayage. 








Minneapolis Transfer & Warehouse Co. 


MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Building 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 


THERE IS ONLY ONE WAY 











- Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. ‘‘Unsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., inc. 
LOUISVILLE, KY. 


amport ana export [freignt contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 7 





THE SOUTH WEST WAREHOUSE COMPANY 


“The Largest Modern Warehouse West of Chicago” 
19th and Campbell Sts., Kansas City, Mo. 
Exclusively for Merchandise Storage, Forward and 
Distribution. Guaranteed Service. Lowest rates in 
United States. Bonded and free warehouses. Write us. 
We like to answer questions. Our booklet, of interest 
to any concern doing a warehousing or distributing busi- 
ness, free for the asking. 


Pearce Forwarding Company 


GALVESTON, TEXAS 


Prompt service, courteous treatment, warehouse- 
men and drayage contractors. Package cars operated 
to southwestern points at reduced rates. 


Jones & Company, Inc. 


NORFOLK, VA. 


Sterage, Forwarding and Distributing Agents 
Rail and Water Facilities. 
All Steamers Can Dock at Our Wharves. 


The Benedict Warehouse & Transfer Company 


DENVER, COLO. 


501 SIXTEENTH STREET. 


DISTRIBUTION OF POOL CARS AND GENERAL 
WAREHOUSING 





EXPORT BUSINESS 


Most manufacturers are waking up-to the fact that this 
is an important subject and are reaching out for such 
trade. A: competent Forwarding Agent can be of material 
assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all 
places abroad and shall gladly answer inquiries respecting 
Consular Regulations, Customs Duty, etc. 

G. W. SHELDON & CO., Chicago, New York, London, 
Liverpool, Paris, Havre, Boulogne-Sur-Mer. 








“Sait Fie UP-TO-DATE 


And that is by checking the changes from week to week as they are printed in 


THE TRAFFIC BULLETIN 


SAMPLES ON REQUEST 





THE TRAFFIC SERVICE BUREAU, CHICAGO 


As a Friend of THE TRAFFIC WORLD. please Mention the caper in writing to advertisers. 


eee een tt tC LO CC I AE ELT A 


_ 











350,000 


Persons, Firms and Corporations are Subject 
to Some or All of the Provisions of the 


Federal Trade Commission Act 
THAT WILL INCLUDE YOU 


The Questions Involved Have to Do with BUSINESS 
PLANS and POLICIES and not Traffic,:and YOU 
MUST KEEP POSTED, for Violations are Punishable 
by from One to Three Years’ Imprisonment and by 
Fines Ranging Up to Five Thousand Dollars. 


The One Dependable Way of Keeping Posted is Through 
PUBLIC SERVICE 


Re GULATION 


Let Us a Your a. with 
the Issue of January 2, the First number 
in Volume 4. 


REPORTER 


CHICAGO 




















FEDERAL TRADE 


418 So. Market Street 





